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Temptation 


... comes in many forms. 


Take the new Commando 850, for instance. 
To one man, it's the highly developed 

Norton 830 c.c. twin cylinder engine, 
conjunction of brute strength and finesse, 
with its 120 mph + speeds; to another, the 
superlative roadholding and ultra-responsive 
handling, echoing that racetrack sensation. 

To a third, its appeal lies in its no-holds-barred 
appearance and freedom-loving approach 

to life. 


But find it yourself—the Norton experience! 


-Norlon) 


Commando 850s 
Superplusbikes 


-all with isolastic super-ride 


For the name of your nearest U.S.A. dealer, write or call: 


Exclusive Importers and Distributors, 

East of Mississippi River: Berliner Motor Corporation, 
Railroad Street and Plant Road, Hasbrouck Heights, 
New Jersey 07604. (201) 288-9696 


Exclusive Importers and Distributors, 

West of Mississippi River: Norton Villiers Corporation, 
6765 Paramount Blvd., North Long Beach, 

California 90805. (213) 531-7138 
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Benelli is the solution for motorcycles at Benelli. 
anyone who longs for a Motorcycle men. Men 
motorcycle that does not make neat welds, hand-fit, 
have the electrical- polish and adjust. Motor- 


appliance, mass- ; cycle men. Men test ride 
produced, assembly-line each bike, sensing, feeling 


EN 
look. SO ut and seeing. Motorcycle 
Benelli bikes are hand- 


men. Men who take great 
pride in building the 
crafted by men with a pas- 
sion for excellence. Old to 
E From a land where build- 
ing them better is more 
E important than building 
them cheaper, Benelli is a 


world's finest motorcycles 
- . build Benelli. 
World skills have been 
passed from father to 
challenge to the entire 
industry. The Benelli solu- 


son for over three gener- 
ations, establishing an 
unmatched tradition of 
tion... beauty, balance, 


fine workmanship and 
scrupulous attention to 

handling and superb 
‚workmanship. 


En 
Men, not machines build 


COSMOPOLITAN MOTORS INC ./ HATBORO, PA. 19040 
Importers of the WORLD'S FINEST MOTORCYCLES/65CC to 750CC 


250cc PHANTOM 





Eat your heart out, Japan. 
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Western Canada’s Largest stocking 
dealer for all 750cc models! 


MAIL ORDER SERVICE ANYWHERE! 
Chopper Goodies for: 


NORTON HONDA 

TRIUMPH YAMAHA 
BSA KAWASAKI 
H-D SUZUKI, etc. 


FREE CATALOGUE 
CHARIOT CYCLE LTD. 


Box 3534, Station “B,” 303 Selkirk Ave. 
Winnipeg, Manitoba, Canada 


ADJUSTABLE 
UTILITY STRAP 


Use itasa 

tie down for bikes, 
camping gear, 
boats and many 
other uses 


Adjustable to 36” 
Heavy Duty Rubber Strap 
Poly-Propylene Hooks 


$1.00 ea. postpaid 


Satisfaction-money back guarantee 


GREG COMPANY Dept. C 
Green Springs, Ohio 44836 
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With the introduction of the 750, Ducati has not produced “just another twin”. It has 
developed an unequalled blend of performance, handling and durability in a truly 
vibration-free ride that must be felt to be believed. 


The 750 incorporates a 90-degree, V-twin engine; five-speed gearbox; front disc brake; 
specially-designed front fork and suspension for pinpoint handling; and head-turning 
styling. And the 750 has already been test ridden and proven, winning the recent Imola 
toad race, Europe's most prestigious event. | 


You owe it to yourself to test ride the 750 today at your nearest authorized Ducati dealer. 


BERLINER MOTOR CORP./Hasbrouck Heights, N.J. 07604/Sole U.S. Distributor 
A Berliner Group Member/Norton*AJS+Ducati?Moto GuzzieBeBeeMetzeler Tires 
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Just What We Needed 


e Well, he sure made the AMA look good: 
lots of red jackets; official-looking yellow 
vans for the district people; white pants; 
walkie-talkies left and right; ambitious pro- 
grams to entertain the youth; the develop- 
ment of concepts to forestall (or at least 
comprehend) damaging legislation; hope- 
ful plans to alleviate the land closure crisis; 
consistently accurate reports to the press 
vis á vis national competition develop- 
ments; involvement with the FIM that led 
to the spread of the Formula 750 concept 
and the first points-paying international 
motocross ever held in the United States 
and the spectacularly important ISDT, 
right there in New England for the world 
to see. Oh Russ March, you romancer, you 
fan-dancer, you slick-talking, smooth-op- 
erating rapscallion you! 

In early August the Executive Commit- 
tee of the American Motorcycle Associa- 
tion jerked the rug out from over Russ 
March. Nobody knows how much, if any, 
financial hanky-panky had been going on 
there in Westerville, Ohio; nobody knows 
the precise connection between March and 
Greg Mosher, who was handling the 
AMA’s mandatory insurance program, or 
the precise nature of the connection be- 
tween March and Manus, Inc., a company 
in which March held stock and which sup- 
plied services to the AMA; nobody knows 
precisely why the supposed 200,000-mem- 
ber AMA only had in actuality something 
around 150,000 members; nobody knows 
exactly why the accounting system used by 
the AMA at the time of March's dismissal 
was archaic beyond imagining, imprecise 
and leaky; nobody knows why March 
chose not to advise the Executive Commit- 
tee (to which the Executive Director is an- 
swerable) how much the ISDT was going 
to cost; nobody knows with any certitude 
why March refused on several occasions to 
cooperate with different AMA commit- 
tees, or why there existed massive discrep- 
ancies in various aspects of the professional 
rider insurance program, or why the AMA 
ever let Mosher get away with his tawdry 
and unfair $1,000-deductible insurance 
program, in effect up until three or four 
months ago. Nobody knows precisely why 
March drew up unauthorized checks for 
substantial amounts of money after he had 
been specifically instructed to clear all 
checks over $1,000 with the Executive 
Committee; nobody knows why Manus, 
the company in which March owned stock, 
was interposed between the AMA and 
West Camp Press (the outfit that does 
most of the printing for the AMA) in the 
first place, and nobody knows why the 
AMA’s printing had not been open to 
competitive bidding for the past three 
4 


years; in short, nobody knows why the in- 
ner workings of the American Motorcycle 
Association are shot through with worm- 
holes, inaccuracies, shoddy business prac- 
tices, antediluvian accounting procedures, 
back-biting employees, power politics, a 
sniff of graft and a pinch of corruption, 
and problem after problem after problem. 

But people did know about March's 
part-ownership in Manus, Inc., and they 
did know that Manus, Inc. handled the 
billing from West Camp Press to the 
AMA, and they did know that March was 
the Executive Director of the AMA. And 
that was enough. By unanimous vote of the 
Executive Committee (Messrs. Sargent, 
Sloan, Morrow, Rockwood, Kelley, Wa- 
gar, Burns, Garnant, Hanson, Penton and 
Harley) Russ March was run out of the 
AMA, leaving behind a wet and slippery 
trail and a confused organization in the 
hands of Ed Youngblood, 29, who found 
himself eyeball to eyeball with the ISDT 
and who promptly fired Don Woods, the 
AMA’s Director of Competition. 

Conflict of interest was the charge: no 
one man can be responsive to the needs of 
an organization if he stands to profit from 
another organization with which the first 
organization does business and maintains 
an adversary relationship. Lots of this situ- 
ation’s aspects make me sick. If March 
wanted more money and chose to try and 
get it through Manus, then he was greedy, 
because March was knocking down more 
than $30,000 per year from the AMA’s 
membership—that was his salary. If he 
chose to keep the membership confused 
and the Executive Committee at bay, then 
the Executive Committee should be 
smacked for not firing him a lot sooner 
than it did. If evidence of a criminal nature 
were procured by criminal means (i.e. 
breaking and entering) and as a conse- 
quence cannot be admitted into evidence in 
a court of law, then those who procured 
such evidence, whatever their intentions, 
have done us all an injustice. 

But what makes me the sickest and 
makes me the most sorrowful is that the 
little AMA is such an easy, helpless, isolat- 
ed target. There are 150,000 members of 
the AMA. While cash flow through the 
AMA is impressive by man-on-the-street 
standards, it is a mere trickle compared to 
any larger organization or even any rea- 
sonably-sized business. What money there 
is, or was, came largely from the members, 
a large number of whom see $12 as quite a 
handy sum of money—especially if they 
can’t possibly understand the benefits 
which might accrue to them from the 
AMA. I mean the AMA isn’t a new set of 
rings, is it, or a new inner tube, or a box of 





spark plugs, or a couple of gaskets? The 
AMA. . . is in Westerville, Ohio. A lot of 
people thought then and still think today 
that that is what the AMA does best: be in 
Westerville, Ohio. But it didn't keep them 
from joining the AMA, year after year, 
and it didn't keep them from supporting 
AMA events, and District 37 did not, in 
fact, secede—although they had good rea- 
son, and they had it often. 

Why is it that motorcycling in this coun- 
try has so much to face? Here it is now, 
looking down the bore of emission control 
devices. Here it is with its headlight on in 
the daytime, and here it is with its helmet 
on all the time, and here it is possibly on 
the verge of being ruled out of federally- 
held (read, held by all the people) land; 
here it is dragging behind it, clamped to its 
leg by a heavy, rusty chain, an image it 
never deserved; here it is viewed by abso- 
lute nitwits and non-motorcyclists in the 
pages of the Madison newspaper as some- 
thing akin to scarlet fever and leprosy; here 
it is practiced by kids who ought to be 
whipped, I mean tied to a tree and flayed, 
because they run around town with open 
expansion chambers and trick collector ex- 
haust systems and assault the hearing of 
normal, average, everyday people who 
have done them no harm beyond attaining 
adulthood—and who will feel from that 
time forward that the bike was making the 
racket, not the kid, and who will from that 
time forward blame the sport. 

And now this: motorcycling's only real 
organization, funded completely by real 
miotorcyclists, brought low and embar- 
rassed, confused, humiliated, pillaged, ran- 
sacked and soiled. 

Ah, I’m supposed to say, but we must 
look to the future! Light at the end of the 
tunnel! It’s always darkest before dawn! 
There’s only one direction to go after 
you’ve hit bottom! When the going gets 
tough the tough get going! Well, maybe. A 
strong, straightforward executive director 
would help—Youngblood might be the 
man. A move out of Westerville, Ohio 
would help, so the Executive Committee, 
most of which is located on the West 
Coast, could keep a closer eye on what’s 
going on—as could the press, provided the 
AMA decided to be frank and accessible. 
The books, due to an audit requested by 
the Financial Committee, are being 
straightened up, and procedures are being 
installed to keep them straight. Maybe the 
AMA will be worthy of your support. 
Maybe the Executive Committee can find 
means by which the maggots can be ex- 
punged once and for all from the AMA’s 
body and systems. Maybe. God, I hope so. 

—Cook Neilson 
CYCLE 





The largest crowd in U.S. 
motocross history (40,000) flocked 
to California’s Carlsbad Raceway. 
to witness the Hang Ten United 
States Grand Prix. The first 
World 500cc Championship event 
staged in the western hemisphere. 

West Germany’s Willi Bauer 
took a decisive victory, bringing 


Better plugs for everyone. - 


his Maico home first in both 
40-minute motos to move up to a 
strong second in the championship 
standings. Fired to victory by 
Champion Gold Palladium spark 
plugs. The brand most top moto- 
crossers rely on to win. In Suzuki, 
Yamaha, Kawasaki, Honda, 
Husqvarna, C-Z and Maico engines. 


„Premier. 





| Champion Gold Palladiums. 
¡Right for every bike. 
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WE CHALLENGE 
ANYONE TO BEAT 
THIS SAFETY HELMET! 


CREATED IN POLY-FIBERTEX?" All of the great research 
and development capabilities of Royal Industries were 
utilized to create an evolutionary design to meet a criteria 
that is years ahead of existing art. 










Fiberglass & Resin 





Lexan® Polycarbonate 


WE USE TWO OUTER SHELLS 


1. The flexibility of reinforced fiberglass. 


2. The tough impact resistance of molded 
Lexan® polycarbonate. 


This combination of two shells ab- 
sorbs the impact of the blow, effec- 
tively spreading the reaction forces 
and with the resilient energy- 
absorbing inner liner progressively 
dissipating the shock to minimize 
injury to the head. 


THE ROYAL CRUSADER: 


e Meets all State requirements 


e Meets proposed Federal Department of 
Transportation specifications 


e Meets or exceeds ANSI Z90-1 1971 Safety Standards 
e Tested by National Independent Laboratory 
e Approved SHCA quality certification 


fo, [MIC 


R OYAL 16960 East Gale Ave. 


IND PRATES City of Industry, CA 91744 
HELMET DIVISION 





MADE IN U.S.A. 
CIRCLE NO. 46 ON READER SERVICE PAGE 





SAVE $50 ON 





Benelli minicycles are available 
at greatly reduced prices, and 
just in time for Christmas! 
Benelli’s rugged design and big- 
bike features give you years of 
trouble-free, safe riding. Models 
are available for beginners and 
experts alike. See your Benelli 
dealer or send 204 for decal, bro- 
chure, and nearest dealer list. 
We'll send you a FREE $50.00 
DISCOUNT COUPON good 
towards purchase! SEND TO: 


COSOMOPOLITAN MOTORS 
Hatboro, Pa. 19040 








ADDRESS 


CITY 
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Why We’re Here 


So now the British are making their last 
stand in history as Norton-Villiers Tri- 
umph. And in the traditional British way 
you may expect one of the most hard- 
fought battles yet to come. 

And of the 500 Triumph and 70 years of 
pioneering today’s ““great freedom ma- 
chines” to which the Japanese owe their 
beginnings and of men such as Mr. Ed- 
ward Turner whose engine design has sur- 
vived 39 years and one World War, I say 
thank you. 

And yet your publication contributes 
still more to the downfall of the British 
motorcycle industry, by printing such 
openly biased articles as the Triumph- 
Yamaha 500 test, and not writing a good 
article reminding us of how much of to- 
day's pleasure riding we owe to the hard 
work and engineering efforts of the “‘pio- 
neers.” And I have yet to see one “origi- 
nal” major engineering concept to come 
out of the Far East! 

R. J. Hils 
FPO/San Francisco 


But you’ll admit we’re sure that the Far 
East has made a number of “minor” contri- 
butions: engines that don’t vibrate, motorcy- 
cles that don’t leak too much oil, disc: front 
brakes, adequate ignition systems and elec- 
trical systems, lousy rear shock absorbers, 
the occasionally flexy frame, electric start- 
ing for the masses, quiet exhaust systems, 
flexible fenders (for the off-road market), 
oil injection, cleanly finished products, etc. 
But that's not the point. The point is, what 
is the object of a road test, or specifically, a 
comparative evaluation between a bike 
manufactured under a different set of re- 
strictions? 

Heritage has nothing to do with it. Be- 
yond its effect on the motorcycle, great tech- 
nological leaps forward (or sideways) have 
nothing to do with it. The central issue, her- 
itage, history and World War II aside, is 
which of the two products in question does 
the staff of Cycle Magazine feel most com- 
fortable, and most accurate, in recommend- 
ing to over 400,000 people? We have been 
accused of airing out our personal prefer- 
ences. Not true. We have been accused of 
conspiring to undermine the British motor- 
cycle industry. Not true. We have been ac- 
cused of misfeasance and incompetence. 
Hopefully, not true. We simply preferred, 
after an extensive evaluation of both motor- 
cycles that showed the Yamaha to be clearly 
superior in every measurable way, to recom- 
mend it as straightforwardly as we could. 
Are we obligated to soften the blow to Tri- 
umph by recalling its past, and hopefully 
future, glory? Or would that cloud the is- 
sue? How much heritage cancels how much 
vibration; how many great race wins does it 


take to purify a transmission that is occa- 
sionally reluctant to shift at high engine 
speeds? Our obligation is not to the British 
motorcycle industry; it is not to Yamaha; it 
is not to Triumph; it is not to Edward Tur- 
ner. It is to people who buy our magazine in 
order to decide which motorcycle is apt to be 
best for them. If the Yamaha is faster, 
quieter, smoother, more sophisticated, stops 
quicker, starts easier and costs less, a mille- 
nium of heritage and all the grandeur that 
is England is not going to make the Tri- 
umph superior to the Yamaha—Ed. 


I feel that I must comment on the perva- 
sive sarcasm consistently present in your 
articles. The statement which finally 
prompted me to write was contained in 
your comparison test of the Yamaha/Tri- 
umph 500s. Comparing the Triumph to a 
classic hot rod, the author clearly suggest- 
ed that such a machine could be appreciat- 
ed only by “light-minded people.” This 
type of conclusion in print is, in my opin- 
ion, irresponsible journalism. It offended 
me because I would be impressed with a 
well executed classic hot rod; I’ve six years 
of college in engineering and don’t consid- 
er myself light-minded. 

Dan Sexton 
Canoga Park, California 


God knows, we didn’t mean it. When the 
manuscript was sent from California to 
New York it read, “. . . like-minded peo- 
ple,” or people with the same sphere of in- 
terest. Hot-rodders are interested in hot 
rods; Triumph riders are interested in Tri- 
umphs.—Ed. 


RACER ROAD 

Thank you Cycle, for being the No. 1 
motorcycle magazine and for coming up 
with so many interesting and different arti- 
cles. I especially enjoyed the Cook Neilson 
stuff in July 73. 

Special thanks though for bringing to 
my attention Indiana Route 460 in the 
“An American Crossing” article in April 
’73. Having recently purchased a Honda 
350 Four (my ninth bike in three years) I 
journeyed down that way and found the 
trip just as fantastic as your writer/rider 
described it. As Iscratched and banked my 
way down the road I was reminded of you 
guys on “Racer Road.” Keep it coming. 

John E. Rust 
Columbus, Indiana 


Your recent Racer Road article present- 
ed an inside look at West Coast amateur 
roadracing. Bravo! 

I do, however, protest your lack of detail 
and facts. You represented the ACA as 
holding events at both Ontario Motor 
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Speedway and Orange County Raceway. 
False: The AFM is the only amateur group 
holding races at Ontario Speedway. The 
AFM up until recently held events at Or- 
ange County. (Now being held by the 
CMC). 

The mere fact that you have published 
an article concerning amateur events is 
great, but you do the club-structured AFM 
a great injustice by giving the ACA credit 
for AFM gains in amateur roadracing. 

Currently the AFM is sanctioning 
events at Ontario Motor Speedway, Sears 
Point International Raceway, and River- 
side International Raceway. 

Bob Crossman 
Los Angeles Chapter/AFM 


Mr. Neilson expresses his profoundest apol- 
ogies to Mr. Crossman and to the AFM, and 
hereby stands corrected.—Ed. 


SPRUCEWOOD 

Having just completed a day of trailrid- 
ing on my Alpina in the Sprucewood area 
referred to by Ron Schneiders in his article 
“Sanctuary” (Cycle, August 1973) I have a 
few comments Pd like to make. 

While the Sprucewood trail network in 
Pike National Forest has well over 200 
miles of designated bike trails, most of 
which I have ridden, I’m not sure the fu- 
ture of trailriding in the area is all that 
rosy. The problem appears to be two-fold. 

First, there are a few trails in the area 


that receive a disproportionate amount of 
bike usage, and resultingly suffer a dispro- 
portionate amount of erosion. Too, several 
of these trails go straight up mountain 
sides rather than zigzagging and so conse- 
quently endure an unnecessary amount of 
water erosion. 

Secondly, while it is readily apparent 
that concerned trailriders went to a lot of 
time and trouble to establish and map 
trails in the area, the majority of the bikers 
who use the area ride as if they could care 
less about keeping the area open. 

For example, it is not unusual to see 
groups of 10 or more bikes traveling en 
mass (i.e. racing) over a trail. While the 
erosion and so forth that this group causes 
is certainly no more than 10 individual 
bikes the noise and the dust that they gen- 
erate is. They result in making a lot of pic- 
nickers and campers point fingers, shake 
heads, and talk to forest rangers and other 
influentials. If large groups of trailriders 
would split up into smaller groups, take 
different trails and arrange to meet the rest 
of their group at designated times it would 
be a step toward alleviating one problem. 

If riders desired to keep the Sprucewood 
trails open they would avoid well-traveled 
trails and trails that pass near picnic 
grounds, campgrounds and residences. I 
was informed by a business operator in the 
Sprucewood area that a short while ago 
district rangers for Pike National Forest 
walked the length of one of the most trav- 


eled trails in the Sprucewood area. The 
fact is the trail they chose to walk is pretty 
grim looking. It is deeply rutted, eroded, 
and many alternate paths cut up the hill- 
side by irresponsible bikers. It goes without 
saying that the trail made a bad impression 
on the rangers. It is most likely the only 
really torn up trail in the area and natural- 
ly the Men in Power had to choose it to 
scrutinize. It may be my paranoia but I 
can’t help but feel that the rangers must be 
thinking ‘‘trail closure” right now. The 
point is that bikers should close the trail 
before the Forest Service does. 
Paradoxically, there are many trails in 
the area that see little bike use due to their 
difficulty and/or distance from the Spruce- 
wood Inn restaurant, the main congrega- 
tion point for riders. If riders could be di- 
rected to less traveled trails and those sub- 
ject to heavy usage closed (as has been 
done in some instances in Sprucewood) 
perhaps the area trails can be kept open. 
But as long as the majority of us choose 
the same few trails, travel in large groups, 
ighore the hard work of fellow bikers by 
abusing trails and neglecting upkeep of 
them, use expansion chambers with feeble 
spark arrester-mufflers, and so on, then we 


“can only expect trail closure and have no 


one to blame but ourselves. There are sim- 
ply too many trail-riding dilettantes who 
don’t care enough about the sport to worry 
about its preservation. 

The history and nature of the Spruce- 





NEW Hydron-coated super goggles. 





















Model 110 
Choice of three interchangeable 
molded lenses in yellow, 
green and clear. Black or 
white frame, soft lining 
and foam backed for 
snug, comfortable fit. 


Model 90 N 
Choice of yellow, smoke 
or clear fog-free lenses. E 
Black frame, backed with ¿heno 
and foam, checkered headband. 
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that won't fog-up... 
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We bond miracle Hydron® plastic to 
high impact Lexan® lenses. What do 
you get? Shatter resistant goggles 
because the 
Hydron® coating absorbs moisture 
IIO it condenses! The Hydron® 
“ax, Coating reduces dirt and 

à, dust accumulation, 
too, actually in- 


They're fog-free! 


creases surface hardness of the 
rugged Lexan® lens by 30%. They’re 
available in three distinctive styles 
with a choice of clear and tinted wide 
angle, distortion-free lenses. 

Hydron®-coated fog-free goggles 
are priced as low as $6.95. See them 
at your favorite dealer’s now. And see 
the difference. 


À ©Hydron is a registered trademark of National Patent Development Corporation. 


a En 

HYDRON 
WANN oonconation 
1633 Rothsville Road, Rothsville, Pa. 17573 
Telephone (717) 626-2028 





7 Model 70—Foam-backed black 
frame, checkered headband. 
Available with yellow, smoke or 
clear Hydron®-coated lenses. 
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The Suzuki 12 month, 
12,000 mile warranty. 
For the man who always 
gets what he pays for. 


Some men dont take anything on faith. 

Some products don’t expect them to. 

Rolls Royce, for example, has a reputation as one 
of the most dependable cars in the world. But you 
cant drive a reputation. 

So Rolls offers you a warranty unmatched by any 
of its closest competitors. 

Suzuki also has a reputation for dependability. 
But again, you can't ride a reputation. You want proof 
that this machine will perform just as well a year from 
now as it did in the test ride. 

So Suzuki offers you a 12 month, 12,000 mile 
warranty on the internal parts of the cylinder head, 
block and transmission. Simply comply with the rules 


set forth in the Owners Manual: Register with Suzuki 
within 48 hours of purchase and visit a Suzuki dealer 
at 750, 2,000 and every 2,000 miles thereafter during 
warranty period. 

Both Suzuki and Rolls Royce offer a warranty 
that none of their closest competitors can 
match. In a way, doesn't that make Rolls 5 
the Suzuki of the auto industry? $- 

U.S. Suzuki Motor Corporation, 13767 Freeway 
Drive, Dept. 4045, Santa Fe Springs, Calif. 90670. 

In Canada: Suzuki Canada, Ltd., Ontario. 
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Suzuki. A man’s machine. 
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The only rear view mirror 


designed for. motorcyclists 
e Adjusts to any helmet 
e Shatterproof construction 
e Great for snowmobiling too! 
white 
black 7 95 
orange plus tax 
ORDER NOW FOR XMAS GIFTS! 


See at your dealer 
or order direct from 


Vizor-Vu, Inc. 


Box 5370 Phone 714/883-6178 
San Bernardino, California 92408 


NEW BILLET TRIUMPH 650 CAMS. 5 Grinds 
Sold Outright 


HONDA 750 Camshafts 
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ABOUT YOUR 
SUBSCRIPTION 


Your subscription to CYCLE is main- 
tained on one of the world's most modern, 
efficient computer systems, and if you're 
like 99% of our subscribers, you'll never 
have any reason to complain about your 
subscription service. 

We have found that when complaints 
do arise, the majority of them occur be- 
cause people have written their names or 
addresses differently at different times. 
For example, if your subscription were 
listed under “William Jones, Cedar Lane, 
Middletown, Arizona,” and you were to 
renew it as “Bill Jones, Cedar Lane, Mid- 
dletown, Arizona,” our computer would 
think that two separate subscriptions 
were involved, and it would start sending 
you two copies of Cycle each month. 
Other examples of combinations of names 
that would confuse the computer would 
include: John Henry Smith and Henry 
Smith; and Mrs. Joseph Jones and Mary 
Jones. Minor differences in addresses can 
also lead to difficulties. For example, to 
the computer, 100 Second St. is not the 
same as 100 2nd St. 

So, please, when you write us about 
your subscription, be sure to enclose the 
mailing label from the cover of the mag- 
azine—or else copy your name and ad- 
dress exactly as they appear on the 
mailing label. This will greatiy reduce any 
chance of error, and we will be able to 
service your request much more quickly. 





WORLD'S QUICKEST TRIUMPH 8.70 E.T. 


DROP -ON 
KIT 


$205.00 


Make your Triumph 650cc run like a new 
HONDA — SPORTSTER — TRIUMPH super bike with our 750cc DROP-ON kit. 
RACING VALVE SPRING KITS — PUSHRODS and 
CLUTCH SPRINGS 
Send $1.50 for new 
48 page Catalog. Refundable 
on your 1st order. 


ROUTT'S 
4633 42ND PLACE + HYATTSVILLE. MARYLAND 20781 
TEL. (301) 779-3330 


ER 


867cc BIG BORE KITS ROCKET 3's and TRIDENTS 
$149.50 Exchange 


Complete Stock of: 
Honda Triumph & Harley Chopper Parts 


Extended Fork Tubes ® Oil Tanks 

Chopper Tanks e Complete Frames 

Maltise Mirrows © Hard Tails 

Chopper Seats e Metal Flake Paints 

Inner Spring Kits e Chrome & Stainless Spokes 
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Now available with permanent mold pistons, 


wood trail network closely parallels Mr. 
Schneiders’ program for opening and keep- 
ing open trails. Unfortunately, the case 
here seems to be that everyone wants to 
ride and no one wants to work to keep the 
area presentable to Forest Service people 
and excitable eco-freaks. 

There is a tendency for governmental 
bureaucrats such as those found in the 
Forest Service to use universalistic criteria 
to make decisions concerning their forest 
domains. If an area such as Sprucewood 
gets shut down due to abuse by ourselves 
to a few trails, the trail network is sudden- 
ly considered an “experiment that failed” 
by government bureaucrats. The result of- 
ten is that a particular example of trail net- 
works with its own unique topographical 
and geomorphological characteristics be- 
comes the basis of trails closed in many 
states. Similarly, if the Forest Service is 
forced to close a few trails in an area this 
often becomes the policy basis for closing 
all trails in an area. 

Mr. Schneiders” program is the epitome 
of good sense, but it only works if we as 
motorcyclists work. When a trail network 
such as that at Sprucewood is opened, we 
trail riders must work both on trail upkeep 
and on information dispersal to keep bikers 
from abusing the trails. If we fail on this 
follow-up work then our fate will be that 
which I fear will befall Sprucewood if we 
are not careful. The ugly fact is simply that 
we as bikers (all bikers) are guilty till prov- 
en innocent. 

My apologies for a letter that is too long 
but in conclusion let me say that Cycle 
does the motorcycling sport a great service 
by presenting such timely articles as Mr. 
Schneiders” piece. 

Bob Bolin 
Boulder, Colorado 


KAW 500 

In my own opinion, the H1-D is a more 
complete, all-around livable motorcycle 
than any of its predecessors. There are still 
some flaws with the machine, to be sure. 
More engine noise and vibration than nec- 
essary, weak rear shocks and oil leakage 
around the cylinder exhaust pipe flanges 
are the flaws that bother me. Fuel con- 
sumption could be better but I personally 
don’t know of any H1, or for that matter, 
any H2 that gets as low as 23 mpg as is 
stated in the article. My H1-D averages 33 
mpg around town and 36 mpg on the open 
road with two aboard. Constant, wide- 
open throttle operation is not the best 
method of checking for optimum gas mile- 
age. Are your test riders riding the bikes 

like animals or like the average rider? 
Dave Born 
Orange, California 


Yes—-Bad, 


WHAAAT? 
I hope that your readers are all familiar 
with the Golden Fleece; for if not, they too 
(Continued on page 18) 
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Getting it all together. — E 
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Got the urge? To leave it all behind? To smooth your way through city streets, over country 
HARLEY- DAVIDSON SX-125 roads and dusty trails? And out where its just you and whatever's on your mind. 

The SX-125 will get you there. And back. With its rugged, chrome bore aluminum cylinder, 
two-stroke single. Oil injected. Dependable power passing through a 5-speed trans. Turn 
signals, speedometer, reset odometer. Safety rim locks. And solid state electrics. 

Adjust your rear shocks if the going gets rough. 

Go on. Head out...someplace where you can get it 
all together. You know the feeling. 

That's why we built the SX-125. 


un | 


yal USCAL ZIEH Bay iB Harley-Davidson feo 


AMF Harley-Davidson » Milwaukee, Wisconsin 53201 e Member Motorcycle Industry Council 
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- The 1974 Yamaha Twins. 
Why they handle like no 


other motorcycle on earth. 


Sweeping through a curve at speed, no other bike ap- reliability, simplicity, and compactness of a twin with the 
proximates the feel of the new 1974 Yamaha Twins. Except a smoothness of a four. And the handling of... well, one road tester 
factory road-racer. Which is not really surprising, when you was so enthralled with the way the TX500 cornered, he com- 
consider that the frame, engine, suspension and gearbox onthe pared itto an RD350. Which has to be the ultimate compliment. 
new RD250 and RD350 are virtual carbon copies of those on You can see the full range of Yamaha Twins now at your 


the Yamaha team bikes. ae 
The fact is, Yamaha so completely domi- 
nates international road-racing that some people 
think our two-strokes should be barred from 
racing against the “superbikes? A recent Cycle 
News editorial said “The Yamahas...are just too 
fast, too reliable, go too far on a gallon of gas 
and have too much of an advantage” The writer 
neglected to mention the real reason for our 
racing success: Handling. The superbikes are 
super on the straightaways. But the Yamahas 
gobble them up in the esses. Which explains 








why an RD350 will embarrass much bigger a ; 
bikes on a winding road. At Daytona the Yamaha 350's left the “superbikes” far behind. Again. Some people want to ban them. 
In the four-stroke touring class, our new TX500 also dealer's. But don't stop there. Take them out to your favorite 
proves that a bike can be strong without being musclebound. corkscrew and lean them into the turns. Instantly, you'll know 
As with our two-strokes, power output is the product of tech- what a Yamaha Twin is all about. Why few other motorcycles 
nical sophistication, rather than brute size. inspire so much affection among their owners. And why we say... 


The TX500's double overhead cam eight valve twin will 


settle in comfortably at 9000 rpm. In fact, the higher you rev it, Someday, 
the smoother it runs. Because a unique Omni-Phase Balancer® you'll own a Yamaha. 


uses counter-rotating balance weights to cancel out engine 
vibration. The result is a machine which combines the 





Its road-racing heritage Double overhead cams, 
= makes it an y : eight valves, and some 4 
į embarrassment to Goliath < other exotic features. .¥ 
j ik 
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The new arrıvals. 


If people seem unusually 
interested in what's happening 
at their Kawasaki dealer lately, 
it's because what's happening 
is unusually interesting. 

The 1974 Kawasaki bikes 
have arrived. 

That's unusual, because 
it's still 1973. 

And interesting, because 
there are plenty of new bikes 
in the lineup. And a lot new 
about most of the bikes that 
were in it before. 

For the first time, we'll 
have three spanking new 
thoroughbred Motocross 
machines. A 125, a 250, anda 
450 for all the full-sized 
Motocross classes. But it 
won't be the first time we blew 


other motocrossers into the 
weeds. Remember, Brad 
Lackey became the 1973 
AMA 500cc Champion on a 
Kawasaki. 

We've got a new, 
lightweight 125 Enduro with 
six (count ‘em, six) speeds in 
the gearbox. 

We've also got a frisky 
middleweight 90cc 
Mini-Enduro. So the next time 
you hit the trail you can take 
your youngster along. 

And most other models 
come with such refinements as 
one key that fits all locks. 
Helmet holders (one holder 
for the dirt bikes, two for the 
street). New sealed spark plug 
caps. And brake wear 
indicators for all the street 
legal bikes. 


In fact, we even did a 
little improving on our 
900cc Z-1. The Kawasaki that 
some folks thought couldn't 
be improved. 

SochecktheYellow Pages 
for your nearest Kawasaki 
dealer. Come in for a free 
32-page brochure. Look at all 
the 74's under the same roof. 
And you'll find a motorcycle 
for just about every kind of 
good time you can have on a 
motorcycle. 

And if you don't ride 
motorcycles to have a good 
time, why do you ride? 


Kawasaki 


lets the good times roll. 


MEMBER MOTORCYCLE INDUSTRY COUNCIL 





LETTERS Continued from page 12 


could have trouble recognizing the true 
thing. Once again, you let Gordy Jennings 
out of his cage and the flock must beware 
when that happens. 

At our R&D department, located in 
Watercloset, Washington, a prolonged 
testing program in the optimal shape of bi- 
focals has been violated. As is the entire 
nation, we are just learning the sad facts of 
industrial as well as political life. Spies and 
plumbers are one and the same. It seems 
that journalists fit into the picture also. 
When I read SHOCK ABSORBER SPE- 
CIAL I really was. For right there in the 
text of that story was the entire group of 15 
designs of our reject bifocal types. This was 
presented to your readers as original re- 
„ search by Jennings as a twelve-brand com- 
parison. Shocking Developments: 

The grid upon which these drawings are 
made is actually a layout pattern for any 
bifocal lens. These are used in all optical 
labs and have been for at least 35 years. 
We do not claim this as an original to our 
operation. We have attempted to supply 
the needs of all ethnic groups and it is from 
that approach that the various names do 
appear. Example (2) Koni. That was re- 
jected because of the irregularity of the 
juncture of the superior recti and the infe- 
rior oblique. It frequently caused trouble 
for Kraut packers as they stuffed the can. 


NOW OPENING 
COAST TOCOAST 


#3 was an attempt to Betor the shape of a 
Bausch and Lomb Panoptic 25 but since it 
was too shallow, it failed. Maverick (5) 
was an attempt to save money by having 
them produced in Texas, but they were 
highly irregular and all of the packages 
came back with water in them; as though 
they had been wet. The three Arnaco pat- 
terns resulted from waves in the bedsheet 
as the wind blew on it while we projected 
our original concept with the Overhead 
Projector for the enlarged tracing. #12 
Yamaha was our most unique shape and 
the smallest seller. The break-even point in 
this company requires sales of at least 75 
and since our sales of this shape and its 
vertical dimension were equal, 48, we 
dropped production of the only bifocal lens 
ever designed for a half-eye frame. Graph 
#4, listed as Boge was an error also. It 
should have been Boogey. We hoped to 
produce a “progressive rate” segment but 
we found we had instead reached a dead 
end. There was no response to speed 
changes of the rebound time. 

You will hear from my attorney as soon 
as we can get his glasses fixed. One of the 
shocks on his bike broke in the race last 
week and when he crashed, he broke ’em. 

Doc Freud 
Waterclosetwest Optical 
Developments 


WHAT DO YOU SAY? 
One night after a baseball game, my 








family and I pulled into aMcDonald’s 
(our kind of place) for some nourishment. 
While waiting for the wife to return with 
the chow, some of the neighboring 16-year- 
olds (they didn’t look it) pulled in and 
started tearing up the parking lot with 
their bikes. Of course everyone was watch- 
ing, and the only thing which entered my 
mind was, “Just what motorcycling needs 
to promote its already shaky image.” 

Being a subscriber to your magazine, 
plus buying various others at the news- 
stands, I have become very aware of the 
motorcycle scene. All ages are riding bikes 
today, but for every good thing that a bike 
club or individual does, if nothing more 
than being courteous in traffic, it all goes 
down the drain when people see a few 
young punks pulling stunts like this in a 
crowded parking lot. I wanted to yank 
them off their bikes and tell them “thanks” 
from all the motorcyclists who are trying 
to change the image. 

Where does a 16-year-old get the money 
to buy a new Harley Sportster or a Kawa- 
saki 500? These two bikes were accompa- 
nied by a 350 Honda and a Harley Sprint 
which I can picture a 16-year-old owning. 
From their attitude and the mouths which 
were on them, I could see that their par- 
ents couldn't have had much to do with 
them, except to buy them new, expensive 
toys (bikes) to keep them occupied. What 
really hurts is knowing they could not real- 
ly appreciate the bikes they were riding, 


CERA o? 


Let us know 8 weeks in advance so that you 
won't miss a single issue of CYCLE. 
Attach old label where indicated and print new 












lectro-Cycle 


Service Centers 
Of America 
2840 N. Halsted Chicago, Ill. 60657 


ACCESSORY AND ELECTRONIC 
SERVICE CENTERS 
FOR MOTORCYCLES 


For more information on owning an 
Electronic Service Center in your area, 
fill out and return to us today. 

Or Phone 312/929/6350 






Address 


address in space provided. Also include your mail- 
ing label whenever you write concerning your sub- 
scription. It helps us serve you promptly. 

Write to: P.O. Box 2776, Boulder, Colo. 80302, giv- 
ing the following information. 

O Change address only. 
O Extend subscription. C Enter new subscription. 
O 3 years $18 O 2 years $13 O 1 year $6.98 
o EAU enclosed (1 extra issue per yr. as a 
us 
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and that they could never have read any- 
thing, outside of a quarter-mile E.T. on a 
Kawasaki 500, in your magazine or any 
other. Or about how some people are try- 
ing to get rid of the bad name bikes have 
had in the past. 

Why can’t they go out into the country 
if they want to carry on like that? What do 
you say to a bunch of 16-year-olds which 
will keep you from looking like a complete 
idiot, not only in their eyes but in the by- 
standers too? 

D. W. Agner 
Brimfield (Kent), Ohio 


We don't know what you could say, but a 
spanking would work nicely.—Ed. 


GRABBED 

On July 25th, due to a careless accident, 
I cut off a goodly portion of a finger. I got 
stitched up at the local hospital and re- 
turned home, and shortly the novacaine 
began to wear off. 

My wife returned from the store at 
about this time and plopped a copy of Cy- 
cle in my lap. I began to read, hoping to 
take my mind off the pain, when I came to 
“Parting the Wind with Your Nose.” I 
damn near died laughing. It really grabbed 
me. Thanks. I needed that! 

Pete Sutton 
Attleboro, Mass. 


BORED TO TEARS 

Waiting for the bathtub to fill with wa- 
ter one night, I had nothing better to do so 
I read your test on the Kawasaki F-7 175. 
It was as boring as I first thought it would 
be until I got to the end where you put 
forth the idea of buying one of these nice 
little trail bikes and investing $350 to $500 
to make it into a bike “equal or superior to 
any European 175.” With this thought in 
my mind I slowly lowered myself in the 
warm water and wandered back into the 
world of 1968. 

This was the year my brother bought his 
first bike, a 1968 Kawasaki 175. It was a 
nice little bike and it ran pretty good, too. 
Sure he had a few problems, like the foot- 
pegs bending almost all the way off and the 
gas tank leaking, but every bike has a few 
problems. But as his riding skill improved 
he soon wanted more power and better 
handling, so he decided to make a few 
modifications. A longer swingarm, port- 
ing, high-compression head, chamber, race 
cut rotary valve, etc. Well, as expected, the 
thing was fast, but things began to break: 
rear spokes, the rear sprocket hub, the seat 
broke off, the front forks bent, and maybe 
a few more things but 1968 was a long time 
ago and one forgets. The engine? Well, it 
was temperamental, fast, and ran most of 
the time until one day when the bike must 
have figured it had enough of all this 
“make a racer out of a trail bike” stuff. 
One day while out racing (play racing, that 
is) with my brother, after flying off a three- 
foot cut-off the engine broke all the motor 

(Continued on page 29) 
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CATALOG! 


From America’s Leading Motorcyc 


le Mail-Order Specialists! Thou- 


sands of items for you and your cycle. Speed Equipment, Tools, 
Custom Accessories, Riding Apparel. Top Quality Brand Name 
Accessories for Street, Dirt, Motocross, Desert, Choppers, Cafe 
Racers. Fast Delivery. Catalog is FREE! Mail Today! 


RACECRAFTERS INTERNATIONAL 


7916 Sunset Blvd. / Hollywood, Calif. 90046. 
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Address 


90046 








City 


The Olympics of 
Motorcycling. The 
official picture chron- 
icle of this year's 
International Six- 
DaysTrial. A beau- 
tifully printed 

volume every rider 
should own. Photos galore. 

192 action-packed pages. Ask 

your bookseller or bike dealer, or 
order from us at $12.95 per copy. Make 
check/money order payable to Chilton 
Book Co. (Pa. residents add 6% tax.) 


CHILTON BOOK COMPANY 


Radnor, Pa. 19089 








BUY FACTORY-DIRECT..... 


DEPT. C, 7001 W. 20TH AVE., P.O. BOX 4606, HIALEAH, FLA. 33014 


State 










from world's leading manufacturer 
Assembled —ready to present 
Wholesale low, low prices Mo 
Artistic color combinations 
Rush “PDQ” service 
Distinctive designs 
Satisfaction guaranteed 
Write for free catalog 


Trophyland Us] Inc. 





BY COOK NEILSON 


e Verities established at-Laguna Seca: Gary 


Nixon, Erv Kanemoto and the H2-R 750 : 


Kawasaki roadracer form a cohesive, potent 
combination of thoughtfulness, horsepower, 
careful preparation and brilliant riding that 
seems perfectly balanced in every conceiv- 
able way; the official Kawasaki racing team 
has depth beyond imagining—and needs it; 
the 350cc Big Horn racers, built and tuned 
by Kawasaki’s Randy Hall, are probably as 
close to the all-conquering Yamaha 250s 
right now as they're ever likely to get; du 
Hamel carries his cap with him in his leath- 
ers when he races; and John Long might be, 
in a couple of years, as great a roadrace tal- 


ent as: this country has ever produced. 

-< Laguna Seca is Kawasaki? s party. Last 
year they led the Novice race with.a Big 
Horn, saw it break, saw another Big Horn 
forge to the front and then. ‘watched with dis- 


may as it was disqualified for carrying the. 


wrong front brake. Jerry Greene won the 
Junior race for them, but in the main event 


Yvon crashed and took Cliff Carr with him, = 
Nixon crashed twice in the corkscrew, and 
Paul Smart broke a couple of expansion 


chambers and could only manage fourth. 
Kawasaki representatives had said before 
the event that they didn’t much care who 


won as long as Yamaha didn’t— but their 


PHOTOGRAPHY: DALE BOLLER, BILL DELANEY, DAVE HOLEMAN 





star-crossed 1972 showing must have scald- 
ed more than a little. 

Like last year, Kawasaki reserved the 
ick for a couple. of days before the week- 


end officially’ began; like last year their rid- 


ers and equipment looked great the minute 


“they came off the truck. So did the Suzukis, 


but their approach was severely detuned by. . 








Though du Hamel and McLaughlin scored one-two in Open Production for 
Kawasaki, Mike Clarke’s Yamaha 350 trounced all lightweights. 
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The upswept pipes on Peter Williams’ JP Norton were Be wane flat. 
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Big-bore Street Class winner du Hamel leads early starters on his Z-1. Ss 
McLaughlin (83), second, buzzes the starter and impatiently waits. 











| gland with Williams and Daye Croxford and 
\ two breathtaking monocoque motorcycles 
` that were handling-up and horsepower- 
down. Other teams in more or less the same 

_ situation: Triumph, whose development of 

ge the three-cylinder 750 el ceased two 





Junior John Long’s crisp, smooth ride put him back in the winner’s circle. 
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bined win and a real threat to win the 750 
race. The complexion of Yamaha’s chances 
changed radically in the first practice ses- 
sion: Gary Fisher up-dumped in the Turn 
That Made Him Famous (the Corkscrew) 
and broke his collarbone. Fast Eddie Fisher, 
Gary’s Dad, said afterwards that Gary was 
in the midst of one of his spectacular wheel- 
ies and threw in a wave to a friend as an 
additional filligree when he lost the front 
end of his bike and went on his head. Fisher 
cashed in on a tremendous amount of expo- 
sure in 1972 with his wheelies; the Cork- 
screw finally bit him back. 

New for Yamaha at Laguna were double 
disc brakes on the team TZ 350s. Some of 
the riders liked them; some didn’t. Said 
Kenny Roberts, “They’re a little heavier, 
and you have to pull on the lever harder 
than with the old drum, but they sure stop 
good. I think they’re gonna be OK.” More 
disc development: the Team Kawasaki bikes 
have switched from the old, heavy discs to 
new ones made from hand-forged (probably 
aluminum with approximately .030-inch of 
flame-sprayed cast iron applied on the work- 
ing surfaces. The weight of the front wheel 
assemblies is thus substantially reduced, and 
handling on the team bikes at Laguna (ex- 
cept for Art Baumann’s) was said to be 
much improved over last year. 

The weekend roared off to a start Satur- 
day with the Novice heats and final, which 
was won by Jay Levingston. Levingston has 
won a passle of Novice events this year, in- 
cluding Daytona, (when his one-lap penalty 
for creeping on the starting line was ap- 
pealed and subsequently thrown out) and he 
won at Laguna handily, whipping Gary Lee 
Blackman and Wes Cooley Jr. And then the 





Nixon, walking off with the winner’s 
champagne, has convinced most of doubters: 


In the fastest heat of the weekend, Nixon trails du Hamel. 


Combined race, pitting a screeching nest of 
250 Yamahas against the Big Horns of Art 
Baumann and Yvon du Hamel. Du Hamel 
had won his heat convincingly, beating John 
Long, Nixon, Carruthers, LaBrie (like Long, 
an elbows-out hard-riding rough-track spe- 
cialist from Florida) and Don Castro. In the 
second heat a highly-polished Kenny Rob- 
erts beat Art Baumann, Jim Evans, Conrad 
Urbanowski. 

Yvon was primed for the Main, and did in 
fact lead for the first couple of laps ahead of 
Kel Carruthers and Kenny Roberts. But 
Roberts wasn’t kidding and moved around 
Kel and Yvon; about half-way through the 
race Yvon’s engine developed some difficul- 
ty and Kel got by. Behind them were Nixon 
and Long, the two smoothest riders at Lagu- 
na Seca, having a helluva battle for fourth. 


A lot of Randy Hall’s time and energy has been spent in getting Kawa’s 350 competitive. 


I 


= 


he can still ride, and still win. 











‘yah 








Yvon du Hamel parks his Kawasaki the tough way; crashes are doubly unpleasant when you’re leading. Makes a racer weary. 





In the Junior-Expert Lightweight tussle, Roberts and his 250 Yamaha twin forced his 
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At the end Long got him and held him; 
Gary was fifth, Mike Clarke was sixth, Steve 
Baker seventh, Denny Varnes eighth, Jim 
Dunn ninth and Mike Cone tenth. If ever 
the Big Horns should have whipped the 
Yamahas it should have been at Laguna, be- 
cause the 350 singles handle better over a 
bumpy course than the TD-3s do. But the 
’Horns don’t seem to have the speed, and 
they don’t seem to be reliable. Besides that 
there are only two of them—a problem that 
Yamaha decidedly does not have. 

Sunday morning, and the Junior heats, 
the Expert heats, the Junior final and the 
Expert final. John Long, with virtually no 
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To call Erv Kanemoto a “wrench” or “tuner” is almost an insult; he's the power behind Nixon. 


big bike practice whatsoever, won the first 
Junior heat. He had come to California hop- 
ing to find somebody who could supply him 
with a fresh water pump drive gear for his 
TZ 350, since the one in the bike was miss- 
ing about half its teeth. After waiting and 
waiting no fresh gear turned up, and Long 
finally reassembled the engine with the old 
gear and went out to see how the bike would 
work. It worked just great—for about a lap. 
Then a clutch seal failed and loaded the 
plates with oil, forcing John back to the pits 
to install the clutch assembly out of his 250. 
And that was Long’s practice. 

Mike Devlin, on a Vesco Yamaha 350, 











won the second heat with no real trouble, 
and it was California against Florida in the 
Final. Billy LaBrie led it (with a great start) 
over Devlin, Long, John Green and Denny 
Varnes. But Long is a patient guy, and after 
getting past Devlin he stalked LaBrie for the 
entire middle segment of the race. “Our 
bikes were tuned differently,” John said lat- 
er. “LaBrie's was set up for mid-range accel- 
eration, and mine was real strong on the top 
end.” Which posed a bit of a problem, Lagu- 
na not being exactly what you'd call a top- 
end race track. So Long parked on LaBrie's 
tail and waited. . . and waited. . . and 
waited. Lapping a rider just over the crest of 
the hill that includes turn two Long saw his 
chance: LaBrie guessed wrong on the best 
way around, and Long didn't. “There was 
no question in my mind, and absolutely no 
hesitation. It had to be there, and then.” 
Zap, and Long was in front. LaBrie hounded 
him for a couple of laps and then over- 
cooked coming out of the very, very slow 
hairpin and ate the straw bales. “Ahhh, he 
always does that,” commented Long in the 
winner's circle. Devlin consequently inherit- 
ed second and Mike Clarke, who had done 
exceptionally well in the Combined race, 
was third, ahead of John Green's Kawasaki, 
Denny Varnes’ Yamaha, Pat Hennen's Su- 
zuki, Scott Brelsford’s Harley-Davidson, 
and the Yamahas of Pat Evans, Tim Rock- 
wood, and Rick Hocking. 

Kawasaki started looking stronger than 
ever in the first Expert heat; Hurley Wilvert, 
who builds, tunes and maintains his own 
motorcycle, led until he was passed by Cliff 
Carr and Art Baumann (who demonstrated 
for the first time in memory that he is will- 
ing to ride like a team-member and with 
smoothness and restraint). In the second 
heat it was all Yvon, ahead of Gary Nixon 
and Cal Rayborn. Yvon's heat was about 13 
seconds faster than Carr's; Cliff said that he 
had seen no need to hurry. 

He saw it in the Final; with Paul Smart's 
Suzuki suffering gearbox pesters, the top six 
after the third lap read du Hamel, Nixon, 
Carr, Baumann, Masahiro Wada and Hur- 
ley Wilvert, all identically dressed, all identi- 
cally transported, and all pulling away from 
the field. And then the parade started to 
shorten: Wilvert dropped when his engine 
ejected a spark plug right out of the cylin- 
derhead, and Wada was slowed by a visit to 
the pits. But Yvon was still stretching, grad- 
ually breaking away from Nixon and Carr. 
Behind them came Gary Scott, a fast-closing 
Kenny Roberts, the Norton of Peter Wil- 
liams, and Cal Rayborn, whose H-D was al- 
ready starting to act funny down in the en- 
gine department. 

And so the race progressed. Carruthers 
dropped out with engine difficulties, Roberts 

(Continued on page 84) 
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Takes you where you want 
to go, onor off the road. 


Here's the new Eagle that's going to be welcome 
news to thousands of riders. A tire that’s equally at 
home storming up a steep mountain trail or cruising 
down the road. The new Eagle R/T tire. 

‘We've used a tread rubber compound that's 
formulated for traction on the street and good long 
wear—on and off the road. 

The tread is computer designed, with up to 1900 
lug edges (depending on tire size) to grip with— 
up to 1500 sipes to hold. 

The new Eagle R/T has a specially contoured 
shoulder radius, for a big footprint on curves and 
corners. And it has a body that's built with tough 3-T 
nylon to take the heat of the street and the bumps 
of the boondocks. 

The new Eagle R/T. It's a lot of tire. 
It's a whole new way to fly — down the 


Sa road or up the trail. Your Goodyear Motor- 
cycle Tire dealer has it in a range of sizes 


EAGLE to fit most 18 and 19-inch wheels. 





GOODSYEAR 











FLY WITH THE EAGLE 
THAT’S RIGHT FOR YOU. 


There are five Eagle tires. And you can see them all on this display 
rack where Goodyear motorcycle tires are sold. 


The Eagle R/T. The double-duty tire that goes great on the 
pavement and off the road. 


The Eagle D/S. Tough enough to take whatever the desert can give. 
The Eagle A/T. The new tire for high-performance street bikes 


«q that's proved its stamina on 
GOOD 14 YEAR the speedway. 
MOTORCYCLE 


The Eagle D/T. The dirt track 
FOR STREET 
EAGLE TIRE 





quarter, half-mile and mile 
circuits. 

The Eagle MX. A consistent 
winner for Sunday riders as 


well as for the top moto- 
cross professionals. 


tire that’s been a winner on 
TRACK OR TRAIL 
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Self-Stick decals 
with easy-peel backs. 


To order, send cash or 
money order for $1 to 
Goodyear Patches & 
Decals, P.O. Box 9026, 
Akron, Ohio 44305. 
We'll send you a set of 
two decals and one patch, 


Eagle A/T, Eagle D/T, Eagle MX, Eagle R/T, i 
postpaid. 


Eagle D/S— TM's The Goodyear Tire & Rubber 
Company, Akron, Ohio 





Code #862-260-582 


Embroidered patches (actual size). 


GOODYEAR MOTORCYCLE TIRE DISTRIBUTORS 


ALABAMA 

Pro Tyre & Rubber Co. 
1900 28th Street 

S. Birmingham, Ala. 35209 


ARIZONA 

Action Associates, Inc. 
3302 N. 27th Ave. 
Phoenix, Ariz. 85017 


RENA Distributors 
2935 N. 29th Drive 
Phoenix, Ariz. 85016 


CALIFORNIA 
Carroll Shelby Enterprises, Inc. 
1042 Princeton Drive 

Venice, Calif. 90291 


K&L Supply Co. 
744 Aldo Ave. 
Santa Clara, Calif. 95050 


Sam Arena Motorcycle Supply 
2921 Monterey Road 

San Jose. Calif. 95111 

Service Station Supply 

1244 Knoxville Street 

San Diego, Calif. 92110 

Tortis Cycle Tire & Battery 
37156 Fremont Blvd. 

Fremont, Calif. 94536 


Webco, Inc. 
218 Main Street 
Venice. Calif. 90291 


Yamaha Parts Distributors, Inc. 
6610 Orangethorpe Avenue 
Buena Park, Calif. 90620 


COLORADO 

Pettee Cycle Supply 
1425 Court Place 
Denver, Colo, 80202 
CONNECTICUT 

Kodiak Enterprises, Inc. 
168 Belmont Drive 
Torrington, Conn. 06790 
FLORIDA 

Florida Cycle Supply Co. 
4227 Clinton Ave. 
Jacksonville, Fla. 32207 





Greater Hemisphere, Inc. 

3808 NW. 32nd Ave. 

Miami, Fla. 

Lauderdale Auto Marine Service 
3200 South Federal Hwy. 

Fort Lauderdale, Fla. 33316 


GEORGIA 

Atlanta Motorcycle Tire 
2499 Chantilly Dr., NE 
Atlanta, Ga. 30324 


ILLINOIS 

Cycle Products 

Distributing Co. 

1908 State Street 

Granite City. Ill. 62040 

Nichols Motorcycle Supply Inc. 
4135 W. 126th St. 

Chicago, Ill. 60658 


INDIANA 

C.I. Distributing 

RR 5 Monroe Street Ext. 
Decatur, Ind. 46733 


Indiana Tire & Rubber Co., Inc. 
425 West South Street 
Indianapolis. Ind. 46225 
Michiana Midget Motors, Inc. 


51025 U.S. 31N 
South Bend, Indiana 46637 


IOWA 

People's Motors 

17 N. 2nd St. 

Council Bluffs, lowa $1501 


KANSAS 

Mid-America Distributors 
226 N. Main 

Goddard, Kan. 67052 
LOUISIANA 

Cycle Stop, Inc. 

501 S. Bemadotte St. 

New Orleans, La. 70119 
MARYLAND 

Hawkes International Corp. 
645 Losstrand Road 
Rockville, Md. 20850 
MICHIGAN 

Beck's Inc. 

7000 Schaefer 

Dearborn, Mich. 48126 
MINNESOTA 

Anderson Kittelson Distr. Co. 
9120 Grand Ave. 
Minneapolis, Minn, 55420 
Bell Industries, Inc. 

1801 E. Highway 36 

St. Paul, Minn. $5109 
MISSOURI 

Riverdale Sport Ent., Inc. 
3628 S. Broadway 

St. Louis, Mo. 63118 


NEBRASKA 


Weiner Auto & Home Supply Co., Inc. 


923 Famham Street 
Omaha. Neb. 68102 

NEW JERSEY 

Accessory Distributors, Inc. 
175 Fair Street 

Palisades Park, N.J. 07650 


NEW YORK 

Max Finkelstein, Inc. 
30-20 Newton Ave. 
Astoria, N.Y. 11102 


Performance Parts 
Warehouse, Inc. 

50 French Road 
Buffalo, N.Y. 14227 
Wilco Sales Corp. 
666 University Ave. 
Rochester, N.Y. 14607 


NORTH CAROLINA 
Carolina Cycle Supply 
Old U.S. Highway 

P.O. Box 221 

N. Wilkesboro, N.C. 28659 
Sure-Fire Distributors, Inc. 
42S. Spruce Street 
Asheville, N.C. 28801 


OHIO 

Capitol Tire, Inc. 

1001 Cherry Street 
Toledo, Ohio 43608 
Dixie Distributing Co. 
1725 Woodland Ave. 
Columbus, Ohio 43219 


Rose Cycle Dist, Co. 
2040 Tiffin Ave. 
Findlay, Ohio 45840 


OKLAHOMA 
Nampa, Inc. 
4804 E. 11th Street 
Tulsa, Okla. 74112 


OREGON 

Hiranport Company 
7585 S. W. Hunziker Rd. 
Tigard, Oregon 97223 
PENNSYLVANIA 

AFS Distributors, Inc. 
229 E. Third St. 
Lewistown, Pa. 17044 
Del Boring Tire Serv. Inc. 
73 Hickory Street 
Johnstown, Pa. 15902 
Engine Specialties, Inc. 
1011 Cedar Ave. 
Croydon, Pa. 19020 
TEXAS 

Duffie Monroe & Sons 
1115 Avenue H 
Rosenberg, Texas 77471 
Iron Horse M/C Accessories Inc. 
5228 Greenville Avenue 
Dallas, Texas 75206 
McWhorter's Inc. 

1010 Texas Ave. 
Lubbock, Texas 79401 


MDI Cycle Parts Warehouse 
611 Montana 
El Paso, Texas 79902 


Walter D. Grover Motorcycle Tire Sales 


1116 Jackson Blvd, 
Houston, Texas 77007 


UTAH 

Crus Distributing Co. 
2260 S. West Temple 

Salt Lake City, Utah 84115 


WASHINGTON 

Globe Tire Distributors 
1409 NE 80th 

Seattle, Wash. 98115 


Pacific Cycle Accessories 
598-B Industry Drive 
Tukwila, Wash. 98188 


Stranahan Distributors 
West 1012 Railroad 
Spokane, Wash. 99204 


WEST VIRGINIA 

Speedway Dist. 

of West Virginia, Inc. 

Rt. 60 West 

Lewisburg, W. Virginia 24901 
WISCONSIN 

Midway Sports Center Inc. 
Route 1, Box 196 

Wisconsin Rapids, Wisc. 54494 


Midwest Mobile Home Supply. Inc. 


6000 N. 76th Street 
Milwaukee, Wisc. 53218 





Goodyear 
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LETTERS Continued from page 19 


mounts off the frame and seized, ripping 
the cylinder off of cases! After deciding the 
bike wasn’t worth salvaging, the $1,200 
trail bike racer was sold for $50, and 
$1,150 of experience. 

So, if someone out there wants to invest 
$350 to $500 in a Kawasaki 175 it’s okay 
with me—just try not to get mad when I 
say, “I told you so,” or “You can't make 
a silk purse out of a sow’s ear,” or “PIl 
give you 50 bucks for the whole mess.” 

Terry Handeln 
No address 


AVERAGE AND PRUDENT 
Your August issue was, as usual, superb. 
I must, however, take issue with your criti- 
cism of the. Kawasaki 175. You say that a 
piece of tank scale blocked the carb jet, 
causing the bike to run only at full throttle 
and leading to seizure. However, you con- 
tinued to run the bike for several miles af- 
ter the full-throttle condition began. May I 
point out that, had you stopped when the 
trouble first ensued, you could have avoid- 
ed the consequential seizure and $146 re- 
pair bill. Certainly any average, prudent 
rider would have taken this course. 
Wilford Secker 
Selby, S. Dak. 


Not if he's in the middle of the desert, in the 
middle of an enduro.—Ed. 


“PROFESSIONAL” 

I don't make a practice of writing to 
magazines, but developed the urge while 
wearing out the pages of your July issue of 
Cycle. I read the Letters column and 
couldn't concentrate until I got this letter 
written. 

You see, I had but 300 miles to go on 
my 2,700 mile tour to British Columbia, 
when a “professional” transport truck 
driver “pulled out from behind traffic in 
his lane to see if anything was coming.” 
My broken arm is nearly healed, but 1 ex- 
pect to have trouble shifting gears on a 
Honda with an artificial leg. 1 lost mine 
below the knee, but the major aspect of the 
accident is that it was supposedly a quali- 
fied driver in the transport, and perched 
high above car tops, he should have seen 
my headlight, but didn't! If we cannot ex- 
pect respect from a paid driver, how can 
we ever feel safe on the highway with 
“Sunday drivers”? An effective program is 
very much needed to educate all people 
that the motorcycle demands the right to 
its half of the roadway. 

John Manley 
Uxbridge, Ontario, Canada 


Address all correspondence to Cook Neil- 
son, “Letters,” Cycle Magazine, 766-H 
Lakefield Road, Westlake Village, Calif. 
91361 
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Minibikes 





fight birth defects 
Give MARCH OF DIMES 





Match the symbol to your kind of riding 
at your Honda dealership. 





Hondaline Road Bikes 


For 1973, more than ever before, 
Honda has it all! 


01973 American Honda Motor Co., Inc. 
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LEARN 
MOTORCYCLE 
MECHANICS 


‚THE FIRST AND LARGEST EXCLUSIVE MOTORCYCLE MECHANICS SCHOOL IN-THE USA ` 
3 For information on learning 


motorcycle mechanics fill out 
and return today. 


AMERICAN MOTORCYCLE MECHANICS SCHOOL. 
2840 NORTH HALSTED STREET 
CHICAGO, ILLINOIS 
60657 


Address 





State Zip 





Phone Number c 
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Intreducins the 
irst slow Yamaha. 


gear ratios and brake feel. He didn't stop until he had 
the bike he wanted to defend his championship with. 
The engine, like all the other components on the 
TY250, was built specifically for trials. Its large flywheel 
design, combined with Yamaha's Torque Inductien” intake 
system, gives it the low 
speed pulling charac- 
teristics of a bulldozer. 
From the light- 
weight speedometer 
mounted on the front 
forks to the ingenious 
: rear chain tensioner and 
Seesen Tae and TY80 MiniTrials oiler, the TY250 IS de- 
If Mick Andrews were less of a perfectionist, we might have introduced them sooner. signed for the serious yy A SS 
In designing our first trials bike, Yamaha engineers trials rider. Or for the 4 
came up with some novel ideas: They utilized the engine rider who simply wants 
as a structural component to reduce weight. And to lower a bike that will cross 















the center of gravity without lowering ground clearance. uncrossable terrain. 

Then bulletproofed it with a wraparound fiberglass bash- The TY80 MiniTrials has the same 
plate. Wherever possible, they saved weight by using poly- high ground clearance, low center of 
propylene or aluminum alloy. Even the gravity configuration as its bigger brother. 


ignition and Autolube® systems are 
special ultralight units. 

But when the engineers were 
finished, Mick Andrews was 
just getting started. (What 
better person to-fine- 
tune a new trials bike 
than the World Trials 
Champion?) Mick 
moved the footpegs 
sixteen times. Tried doz- 
ens of different combina- 
tions of front fork springs. 
Experimented for months 
to find exactly the right 


> The same ultralight components. The 
E TY250 same precise low speed balance and 
Trials control. 

Trials riding is unquestionably 

the best place for young riders 
to learn off-road riding technique. 
And the TY80 is unquestionably 
the best machine to do it on. 
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Someday, 
you'll own a Yamaha. 
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All ordinary motorcycles 
use drive chains. 

BMW uses a shaft. 

Why? Because a shaft is 
better. And at BMW, we i, 
never settle for second best. «ES yy 

You see, because our PS 
drive shaft gives you power & 
straight from the engine, & 
it’s more efficient. Chains, ™ 
on the other hand, constantly Fan and 
slacken, constantly need adjustment. 
What's more, a chain can break. And who 
needs that when you're way out on some 
back-country road? 

BMW's shaft will last as long as you own 
your machine. It's forged in one piece, 
of enormously strong, high-tensile steel. 
Runs silent, cool and clean, because it’s 
completely enclosed in a sealed oil bath 
within the right rear swing arm, safe from 
grime and corrosion.Which of course is 
why a BMW shaft won't splatter you with oil 
the way a chain does, either. 

But our drive shaft is only one way to 
judge that a BMW ¡s a better motorcycle. 
There are plenty of other ways. 

Take the design of our famous hori- 
zontally-opposed twin. As you can see, the 
center of gravity is lower than with any of 
the upright engine layouts, so a BMW is 
better balanced, and hence corners better. 





p Es 








And because the BMW 
heads are out in the breeze 
as you ride, the engine runs 
& cooler. Which in turn helps 

“it to last longer. 

à Another advantage of 
this design is that it reduces 
vibration. This is because a 
BMW's pistons always move 
simultaneously. Both in, 
and both out, which tends to neutralize the 
forces that cause vibration. This also 
helps to extend engine life. And explains 
why you can ride a BMW longer without 
getting tired. 

Weight? BMW is one of the lightest of the 
superbikes. Just one more reason that it 
handles so well. 

But seeing is believing. And a BMW is a 
lot of machine to see. So visit your BMW 
dealer, and find out why BMW's have set 
over 200 world records. When it comes 
down to who builds the best motorcycle in 
the whole wide world, you'll know BMW 
gives it to you straight. 


Free: write for full color 8-page catalog No.CM11 
Butler & Smith, Inc. Sole U.S. Importer. East: 

Box H, Norwood, N.J.07648.West: 135 East Stan- 
ley Street, Compton, California 90220. Canada: 
BMW Motorcycle Distributors, Willowdale 
(Toronto) Ontario. 


Bavarian Motor Works 


50 years of building the world’s finest motorcycles. 
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Friends indeed... 
for bıkes ın need. 


Chilton’s Motorcycle Repair & Tune-up Guides. 


There are a lot of other manuals around—basically 
rehashes or outright copies of factory manuals— 
stuff that you, the rider, cannot use. 

But Chilton Guides are no ordinary manuals. 
They're loaded with fresh, essential, practical in- 
formation to help you prevent trouble, with precisely 
detailed preventive-maintenance schedules. To keep 
your bike in street tune—or supertune— with easy- 
to-follow diagnosis and adjustment instructions. To 
get you out of trouble, with comprehensive, accurate 
repair procedures. 

Because the Chilton editors who write these 
Guides are also rider/mechanics. They've been 
through it all, step by step. They’ve anticipated prob- 
lems you might encounter. They have the knowledge 
and experience to explain with language and illustra- 
tions you'll understand. 

In short, Chilton Motorcycle Guides are your 
kind of books. Clear, concise, totally useful. For the 
few bucks they cost, probably the most useful buy 
you ll ever make for a bike. 


Organized for fast help. 


e Table of contents lists all major headings with page 
references. 


e Each guide starts with complete model identifica- 
tion information and description, including speci- 
fications—even the development history of your bike. 
e Contents arranged for maximum convenience. 
Chapters on Maintenance, Tune-up, Engine and 
Transmission, Lubrication System, Fuel System. 
Electrical System, Chassis, Troubleshooting. 

e Chapters open with a basic description of the sub- 
ject, so even the beginner gets a fundamental under- 
standing before he starts. 

e The appendix shows thread changes, interchange- 
ability and metric-conversion charts. 


Bonus benefits. 

e Complete coverage on all systems— everything you 
can reasonably expect to do yourself —you won't be 
led into hopeless projects. 

e Informative illustrations—many photos, drawings, 
exploded views, diagrams, tables. 

e Notes and cautions, sprinkled throughout, to help 
you avoid possible pitfalls and problems. 

e Helpful hints on how to get some jobs done without 
those hard-to-get factory tools specified in service 
manuals. 


High value, low price. 


Towork with all the material shown in just one Chilton 
Guide, you would have to wade through a half-dozen 
factory manuals and other references. They'd be 


worth about $20.00—if you could get them. 

Yet, in durable hardcover, most Chilton Motor- 
cycle Repair & Tune-up Guides sell for just $6.95— 
even lower for the Yamaha ($5.95). And you can get 
many of these Guides in paperback — only $4.95. 


Ordering information. The most complete series 

available, covering most major makes and models. 

Note: H-Hardcover; P-Paperback. 

BMW. R50, R50S, R60, R69S, R50/5, R60/5, R75/5 models 
through 1972. H-56.95 (5738). 

BSA. All unit-construction 250, 441, 500cc singles, 650cc twins, 
750cc triples through 1972. H-S6.95 (5713). 


Bultaco, Montesa & Ossa. All street, trail, competition models 
for Bultaco (1963 to 1972), Montesa (1965 to 1972), Ossa (1968 
to 1972). Available 2/74. H-S8.95 (5817). P-S7.95 (5888). 
Harley-Davidson Singles. All 2-stroke and Sprint models from 
1947 to 1972. H-$6.95 (5737). 

Harley-Davidson V-Twins. All V-Twins from 1959 to 1972. 
H-$6.95 (5714). P-54.95 (5797). 

Honda Fours. CB 500, CB 750, CB 750K1, CB 750K2 through 
1972. H-$6.95 (5711). P-S4.95 (5798). 

Honda Singles. Overhead-cam and single-cylinder models 
from 1963 to 1972. H-$6.95 (5739). 

Honda Twins. All current 5-speed and 4-speed models through 
1972. H-56.95 (5736). P-54.95 (5799). 

Kawasaki. All 2-stroke models, including the new S2 and H2, 
from 1966 to 1972. H-S6.95 (5696). 

Moto Guzzi. All V700, V750 Ambassador, and V850 Eldorado 


models from 1966 to 1972. Available 11/73. H-$8.95 (5866). 
P-$7.95 (5908). 





Norton. 750 Commando, Atlas, G15CS, N15CS, P-11 models 
from 1966 to 1972. Available 11/73. H-$8.95 (5816). P-$7.95 
(5913). 


Suzuki. All 2-stroke singles, twins, from 1963 to 1972. H-S6.95 
(5695). P-54.95 (5800). 


Triumph. Unit-construction models 250, 500, 650, 750 through 
1972. H-56.95 (5712). 


Yamaha. All 2-stroke and 4-stroke models from 1964 through 
1972. H-56.95 (5710). P-S4.95 (5801). 


CHILTON BOOK COMPANY 


Radnor, Pa. 19089 


Complete and mail this coupon today! 
"To: CHILTON BOOK COMPANY 

Dept. C1173, Radnor, Pa. 19089 
Send me the books for the numbers I have written in the 
spaces below. (Please write in numbers that appear in 
parentheses after prices.) My check/money order for 
S is enclosed. All checks/money orders 
should be made payable to Chilton Book Company. 
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e Hidden away under the Honda CB-750 Four’s fuel tank, flanked 
by its quadruple carburetors, you'll find the secret of this Super- 
bike’s success. Don’t look in there expecting to find cabalistic sym- 
bols, mathematical formulae or a message for your Captain Mid- 
night decoder ring. What you'll see is that part of the throttle return 
spring is now covered by a short neoprene sleeve, placed to protect a 
pair of rather unimportant carburetor vent hoses from pinching or 
chafing. Nothing of any great consequence would occur even if the 
return spring chaffed through both vent hoses. But the protective 
sleeve is there, just as a refinement, and it is typical of the kinds of 
refinements that make the Honda CB-750 what it is. Other Super- 
bikes are faster and at least a couple handle better, but none are as 
slick, as steadfastly reliable, as the big Honda. None but the Sport- 
ster and the Norton have been in production as long but more im- 
portant, none have had the incredible attention to detail typified by 
that little sleeve on the Honda's throttle return spring. 

Oddly enough, none of the refinements worked on the CB-750 
since its introduction in 1970 seem to have been intended to make 
the bike any faster—and it is certain that none have had that effect. 
Considering that Honda created one of the first true Superbikes (and 
thus set an example that brought all the others) one might have 
expected more attention to the performance side of things. But the 
main thrust of the CB-750’s evolution has been in the opposite direc- 
tion. It is widely known that early pre-production prototypes were 
quicker and somewhat less civilized than the Fours actually deliv- 
ered into customers” hands back in 1970, and subsequent develop- 
ment has moved the bike further away from the pure performance 
concept. Smoothness, silence and reliability have been paramount 
considerations. Those fired with the sporting spirit may find Hon- 
da's approach regrettable, but with total CB-750 sales now closing in 
on 100,000 units it would be hard to convince the firm's directors 
that they are making a mistake. 

Now we have the 1973 CB-750 K3, which is a slightly slower but 
more refined version of the CB-750 K2—which had about the same 
relationship with its predecessor. Some of the CB-750's decline in 
absolute performance probably is attributable to subtle changes in its 
valve-lift specifications. There also has been a power loss incurred 
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with the introduction of more efficient, and more restrictive, muf- 
flers. With the 1973 model the CB-750 becomes even quieter—and 
slower—due to a restricted inlet for the air-cleaner housing that 
more effectively silences intake roar. The net result is that there is 
little racket emerging from either the inlet or exhaust sides of the 
engine, and careful work inside has squelched what can be a lot of 
clatter from pistons and valve gear. The CB-750 K3 is quiet! 

None of these measures has done a thing for absolute perform- 
ance, as has already been noted, but they actually do not have much 
effect in terms of daily operation. Those exhaust and inlet restric- 
tions do shave the peak off the CB-750 engine's power curve, and 
that definitely reduces the kind of performance you'd get at the drag 
strip. However, most riders will hold the engine well below its 8,000 
rpm redline, shifting up at perhaps 6,500 rpm, and the restrictions 
mentioned do little to depress performance in the lower portion of 
the engine's powerband. 

Another series of changes have been made in the CB-750's final 
drive system. Like all Superbikes the big Honda sends a lot of pres- 
sure to the rear wheel through its sprockets and chain, with deleteri- 
ous results to the service life of both. This was a severe problem in 


the beginning, when the bike had a 16-tooth transmission sprocket 


and a 45-tooth sprocket on the rear wheel. That proved an unsatis- 
factory arrangement, and the sprocket sizes were increased to lower 
chain tension under load as well as provide larger wrap-over radii at 
the sprockets. Today an 18-tooth transmission sprocket is used in 
combination with a 48-tooth rear wheel sprocket, which has im- 
proved chain life and yields a taller overall drive ratio (originally 
5.61:1, now 4.99:1). This obviously does little for flat-out accelera- 
tion. On the other hand it makes highway cruising less busy for the 
engine, which pays dividends in smoothness, fuel economy and reli- 
ability. It is a change entirely in keeping with the other CB-750 
developments. 

Most of the other changes over earlier models found in the CB- 
750 K3 have nothing to do with speed or lack of same. For example, 
there are the wear indicators on the bike's disc brake pucks. Because 
the wear adjustments with hydraulic disc brakes are entirely auto- 
matic it is possible to scrub away the puck’s friction material right 
down to the steel backing pieces before there is any indication of 
wear and impending trouble. This difficulty has been resolved very 
neatly with the addition of a little red tab to each brake pad. The tab 
marks the limit of the friction material, and indicates how much is 
left to anyone who takes the trouble to glance into the brake caliper. 
It’s a service/safety measure, and a good one. 

Safety is also served by other changes in the CB-750 K3. It now 
has bigger rear-view mirrors, and the turn indicator lights now have 
double-filament bulbs that make them clearance lights as well. Turn 
on the headlights and you also light one set of turn-indicator fila- 
ments. You won't be as likely to hit the high/low-beam switch in- 
stead of the headlight switch, or vice versa, with the revised control 
layout—which now has these switches on opposite ends of the han- 
dlebars. Also, the emergency kill switch has been turned 90 degrees 
so that you are not as likely to accidentally bump it into the off 
position while riding. And finally, the turn-indicator switch has been 
redesigned to permit a partial actuation for signaling lane changes. 
Push the switch over gently with your thumb and the lights start to 
blink, but the switch will pop back off unless it has been shoved over 
hard into its locked-on position. 

Some of the changes are hidden, like the fuse box located behind 
the left sidecover. Previously the CB-750 has had its fuses placed 
in-line in little plastic holders, positioned much more for the manu- 
facturer's convenience than yours. In the CB-750 K3 all the fuses 
are in a single box, just like a car, which certainly will make trouble- 
shooting less a chore. Just like a cat, too, is the device that stops 
actuation of the starter unless the transmission is in neutral. 

Other hidden changes are in the CB-750’s forks and rear suspen- 
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Red-tabbed pucks help to prevent the unaware 
from wearing the pucks down to backing metal. 


ge 





>= Wonk was ae 
sion units. The nitrogen-filled DeCarbon 
rear shocks have been replaced with those of 
a more conventional pattern—with a five- 
position adjustment for spring preload in- 
stead of the earlier three-notch arrangement. 
The forks have also come in for a change: 
last year’s CB-750 K2 used fork damping 
virtually identical to that of the CB-500, but 
there has been a change back to the original 
damper valve configuration. Both spring 
rates and damping for the forks and rear 
suspension struts have been revised to im- 
prove the CB-750’s ride—though we are not 
at all certain this “improvement” is a reality. 
In plain fact, the CB-750 neither handles nor 
rides as nicely as its smaller brother. Road 
surface irregularities are far more unsettling 
for the CB-750: it twitches when running 
over freeway rain grooves, and has a com- 
paratively harsh ride. Other Superbikes are 
generally worse in these respects and we 
might not even notice the Honda’s ride/han- 
dling shortcomings but for the extraordinary 
quality of both in the CB-500—which pre- 
sumably was produced by the same design 
team. Perhaps such anomalies exist just to 
remind us that motorcycle suspension engi- 
neering still is more art than science. 

One of the CB-750 Honda’s best features 
is its front disc brake, which it has had from 
the beginning. The only difference we can 
detect between then and now is the complete 
absence of brake squeal—a big source of ag- 
gravation with most discs, including those 
on other Hondas—and a splash guard 
wrapped over the disc itself to keep the thing 
from spitting rainwater in your eye. All the 
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Refinement is the name of the game, and the number of warning/idiot lights always figures in the score. 





The fuse box and other electrical components live rubber-mounted under the left sidecover. 
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Not only is the exhaust quiet, but the cam 
ramping is such that the engine emits no racket. 


near-incredible stopping power of the mod- 
ern motorcycle disc brake (another Honda 
first, introduced on the CB-750) is of course 
still there. 

Unfortunately the Four’s rear drum-type 
brake is nothing like as effective and agree- 
able as the one up at the front wheel. The 
Honda’s rear brake locks far too easily, and 
this problem is compounded by a disagree- 
ment between the arcs described by the 
swingarm and the brake rod: the lack of co- 
incidence in these arcs makes the brake ped- 
al jiggle up and down, unless you are using 
the brake, in which case the tendency to jig- 
gle is converted into jagged changes in brak- 
ing pressure. With all that happening it be- 
comes almost impossible to avoid locking 
the rear wheel unless the rear brake is used 
very lightly. Obviously the fact that the 
front brake does most of the stopping for the 
motorcycle effectively reduces this problem 
to a mere annoyance, but it is sadly out of 
character for the otherwise wonderfully re- 
fined CB-750 and one hopes that Honda will 
have corrected this in the K4 model. 

As mentioned previously the CB-750 K3 
falls somewhat short of the CB-500 in han- 
dling, but it still is pretty good judged by 
broad-spectrum standards. The big Honda 
will carve around turns very well, as long as 
the road is reasonably smooth. Rough spots 
set off more wheel hop and fork waggle than 
is comfortable in such a large and heavy mo- 
torcycle, and the CB-750 definitely is a dou- 


o 


The need for lots of wrench-twisting and chain adjusting h 
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ble handful under those conditions. Even so, 
with experience you’ll find that the bike can 
be pitched around vigorously, and the only 
thing you must remember is that this Honda 
always has you outnumbered. It’s big, heavy 
and needs both time and muscle to get it 
from hard-right to hard-left. And you really 
wouldn’t ever want to get the Four into a big 
slide. You can ride it hard, as it has excellent 
tires and rates high in terms of fundamental 
stability. Thus, serious trouble will only be 
encountered after serious brain-fade has 
overcome the Honda rider’s judgment. 
There’s plenty of warning when you’ve gone 
far enough. You can use the right footpeg 
and the centerstand extension on the left as 
limit gauges, and you certainly won’t run 
out of tires at the cornering angles those 
things permit. 

Ride, like handling, falls short of the CB- 
500’s refined behavior but still puts the CB- 
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750 right up there with the best. The bike 
feels like maybe its springs are a bit too stiff 
and the damping too limp by about the same 
amount. That doesn’t keep it from being 
comfortable. Its seat is broad and soft, and 
there is enough distance from the seat down 
to the pegs to prevent your legs from getting 
cramped. This last may account for the CB- 
750 lending the impression that it is very 
tall, which it isn't. The difficulties those with 
short legs have in keeping the bike upright at 
a stop are due more to seat width than seat 
height, which is not much greater than the 
average for all motorcycles. 

Riding comfort gets a boost from the en- 
gine’s power output characteristics, which 
derive from a torque curve that is virtually a 
straight line. It is much like those of Hon- 
da’s various SL engines, with lots of raw 
torque available anytime you whack open 
the throttles. You can indulge in a flurry of 





% 





as been diminished by a change in gearbox/rear-wheel sprocket ratio. 
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upshifts and downshifts if that is what pleas- 
es you; it won’t make a terribly big differ- 
ence in your rate of progress down the road. 
Indeed, this is one of the CB-750’s principal 
charms. 

Serviceability may not be a big thing with 
the high-rollers who can afford new CB- 
750s; it will be appreciated by mechanics 
and their appreciation should be reflected in 
the bill they present to the owner. Also, 
high-rollers as well as lesser mortals can en- 
counter minor problems out on the road and 
it should comfort them to know that there is 
easy access to nearly all the ancillary jazz on 
the Honda. Lift the seat and pull the side- 
covers (which plug into place) and you can 
get at most of it. And in the unlikely event 
you have to fix something underneath the 
bike you can flop it over on its side without 
having oil and fuel run all over the place. 

Fuel doesn’t even run through the carbu- 
retors nearly as rapidly as you might sup- 


RPM x 100 
100 


Standing '-Mile 











pose. We found that whipping the CB-750 
hard would pull the mileage down to about 
41 mpg, and that mixed-conditions riding 
gave us an average of about 45 mpg. That 
translates into a maximum cruising range, 
between service stations, of 200 miles, run- 
ning 144 miles on the 4.5-gallon tank’s main 
supply (3.2-gallons) and then switching to 
the 1.3-gallon reserve. 

And would that all motorcycles were as 
basically refined as the Honda CB-750 K3 
Four, and as reliable. Our test bike had been 
thoroughly thrashed by a variety of test rid- 
ers by the time we finished, and apart from 
developing a slight jangling in its clutch the 
Honda showed not the slightest distress at 
having been so harshly used. It wasn’t puff- 
ing or leaking oil, didn’t develop any tenden- 
cies toward hard starting or an uneven idle, 
and in general displayed a willingness to 
continue happily along in the face of our 
best (worst?) efforts. 





Best of all, while the CB-750 is out there 
on the roads in numbers too large to give it 
any eye-appeal as a curiosity, it will boost 
the prestige of its road-rider owner at every 
coffee stop just because it is so incredibly 
well-finished. The Four sparkles and shines 
and gleams, and its every detail is just so 
tremendously tidy you can’t help but admire 
the bike even if you’re riding something else. 
You look at that “K3” designation and con- 
sider the CB-750’s three-year history and 
you know that it is to some extent the crea- 
ture of afterthought, but nothing in its broad 
layout, appearance, or smallest detail sug- 
gests anything except meticulous advanced 
planning. Or maybe what you get in the CB- 
750 K3 is more nearly the result of meticu- 
lous afterthought. Either way it has pro- 
duced in the Honda CB-750 an uncommon 
degree of refinement—and for the Honda 
company a hundred thousand pretty well 
satisfied customers. © 


HONDA CB-750 K3 


Price, suggested retail 
Tire TONT cascos 


rear 
Brake, front 


Brake swept area 


West Coast, POE $1,822 


ARES CO TITTEN NT 3.25 in. x 19 in. 
ee 4.00 in. x 18 in. 


11.7 in. x 1.625 in. (x2) 
AIMA TOIR. 
152.8 sq. in. 


Specific brake loading ...... 4.50 Ib/sq. in., at test weight 


Engine type 
Bore and stroke 


Compression ratio 
Carburetion 

Air filtration 
Ignition 





Oil capacity 





Lighting 
Battery 
Gear ratios, overall 





Wheelbase 





Seat height 
Ground clearance 





Curb weight 
Test weight 





Instruments 
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Top speed 





Piston displacement 


Sound level, Calif. Std. 
Standing start % mile 


Four-cylinder, in-line, SOHC 
2.40 in. x 2.48 in., 61mm x 63mm 
44.9 cu. in., 736cc 


4; 28mm; Keihin 
Paper element 
Battery and Coil 


Mph/1000 rpm, top gear 


PUCICADAGIEY’ estare ranita tea 4.5 gal. 


7.4 pints 

12v, 210 watts 

12v, 14 ah 

(1) 13.29 (2) 9.08 

(3) 7.08 (4) 5.83 (5) 4.99 


31.5 in., with rider 

5.5 in., with rider 

526 Ibs., with full tank of gas 
686 Ibs., with rider 


Speedometer, Odometer, Tachometer 


80 d(B)A 
13.66 seconds 96.87 mph 
110 mph (est.) 


BrakiMnalrocSi ass ase eee 0.84G 
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e Maico builds motorcycles for two express 
reasons: to make money and to win races. 
They have to race to support the product 
they make and they have to win because no 
one wants to buy an expensive loser. For the 
past three years and up through 1973, Maico 
has been thick in the hunt for the world 
championship motocross crown. They’ve 
been close but have not as yet been able to 
control Japanese combines and fate. 

The dynamometer explains why the 450 
Maico is the most rideable motocrosser in 
existence. Producing a monstrous 37.42 
horsepower on Webco's dyno is an accom- 
plishment more suited to a mid-size, multi- 
cylinder superbike. Even more staggering is 
the fact that the engine produces 30 horse- 
power over a 2,000-rpm range: from 5,500 to 
7,500 rpm. At 5,000 rpm it’s producing 
more horsepower than the 410 AJS ever will 
throughout its entire range. At peak pow- 
er—6,500 rpm—the 450 Maico is generating 
a mere .42 less horsepower than the fantastic 
Yamaha TX 500 dohc twin and 6.32 more 
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ponies than the 550 Suzuki triple. Naturally 
the weight differences are even more dra- 
matic with the Maico weighing in at 245 
pounds, the Yamaha at 456 pounds and the 
Suzuki at 474 pounds. The relationship in 
pounds-per-horsepower shows: Maico, 6.5 
Ib/hp; Yamaha, 12.0 Ib/hp; Suzuki, 14.2 lb/ 
hp. The acceleration factor of the 450 Maico 
is ungodly. 

But a winning motocross combination 
can’t rest wholly on engine performance. 
Some manufacturers have the resources to 
buy one or two of those few super-riders to 
secure victory. In many instances the ma- 


chines the super-riders are racing aren’t re- 
lated to the motorcycle you can buy off the 
showroom floor—and they’re so light, pow- 
erful and snarly that only a top professional 
senior could ride a works-bike to its full po- 
tential anyway. 

For reasons unknown to even the distribu- 
tor, the Maico factory has seldom used exot- 
ic components in their works motocrossers. 
Close inspection and testing of the very same 
400 that Ake Jonsson used to demolish the 
world’s best in last year’s Trans-AMA series 
proved embarrassingly stock. Full of gas it 
weighed 224 pounds—obviously not in the 
sub 200-pound bracket like many others. 
The engine internals were absolutely stan- 
dard Maico shelf parts and no unobtainium 
was used in the chassis, wheels or engine. It 
was fundamentally the same machine as the 
450 in this test—with the exception of piston 
and cylinder-bore size. 

Invisible technology abounds in Maico’s 
design philosophy. The engine, in both de- 
sign and construction, is fascinatingly sim- 
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Forged Mahle piston uses Dykes ring; primary drive is Renold triplex chain. Tiny gearbox works. 








The external countershaft sprocket makes quick-changing the gear- 
ing easy. Brake arm is constructed of malleable aluminum. 
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ple, agricultural-looking and straightfor- 
ward. The factory doesn’t use magnesium 
crankcases, glass-smooth die-castings, elec- 
tronic ignitions, five-speed gearboxes, plastic 
levers, titanium handlebars, reed-valves, ro- 
tary-discs, or nine-port cylinders. 

Stark, crude engine appearance connotes 
a medieval origin to those unfamiliar with 
Maico’s design orientation. Totally race- 
bred and absolutely utilitarian reasoning ex- 
plains the use of the textured die-castings: 
the cost of high-pressure die-casting for 
small production runs, and the increased 
surface cooling area of the textured castings 
that promote better heat dissipation. 





The radial finning dissipates quickly and cuts 14 pounds 


off the old engine’s weight. 


The stay arm on the front brake also servesasa Narrow bike aids stand-up riding 


bush guard for the brake lever-arm. 


but round pegs are hard on arches. 
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The latest all-aluminun “radial” design is 
used on the 250, 400 and 450 engines, with 
the 125 and 501 Maicos retaining their 
square-barrel shape. This basic change not 
only increases cooling, but also trims 15 
pounds of excess fat off the older engine. 
The radial eight-fin head bolts to five sta- 
tionary studs pressed in the cylinder top 
rather than to long studs from the crankcase 
base. The eight-fin cylinder is cinched down 
to the crankcases with four external studs at 
the barrel base. Pressed inside the aluminum 
cylinder casting is a replaceable steel liner 
that has a 5mm larger bore than the 400 
motocross engine. 


Huge muffler from the Six-Day bikes makes the 450 a quiet motocrosser. 


Induction is conventional piston-port 
type. There’s nothing special, nothing 
trick—just gargantuan ports for optimum 
air flow. All the ports—intake, transfer and 
exhaust—are bridged to prevent the lone 
Dykes ring on the forged 82mm_Mable pis- 
ton from catching and breaking in the large 
circumference port openings. The bridged 
transfers are actually divided by a span of 
aluminum inside the port tunnel in the cyl- 
inder casting. This splits the incoming fresh 
fuel charge so that part of it is forced to the 
rear of the combustion area—which is noth- 
ing more than a boosting action to add to 
the efficiency of the basic Schnurle loop two- 
stroke principle. Also included in the barrel 
is a small hole at the upper rear of the cylin- 
der for the compression release. This acts as 
a tiny exhaust port to reduce compression 
and permit the engine to be kicked through 
and started with minimal spit-back. 

Primary drive has been beefed up over the 
years from a single-row chain, to a double, 
to the Renold triplex used in the 450. By 
Japanese standards the clutch is terribly 
small and appears unable to contain the 
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torque input from the crankshaft. The oil- 
bathed all-steel-plate clutch drags when dis- 
engaged due to tight clearancing and metal- 
to-metal friction. If slipped to any extent it 
heats rapidly and loses disengagement abili- 
ty. Compared with popular gear-driven pri- 
maries, the chain-drive clutch assembly of 
the Maico spins faster due to a lower (nu- 
merically) gearing ratio—which further ac- 
celerates heat build-up. For motocross, this 
engineering idiosyncrasy means little; the 
clutch is only used to get off the line, seldom 
to shift gears. 

Marvel of marvels is the tiny four-speed. 
gearbox that would be hard-pressed to fill 


the transmission cavity in a 70cc Yamaha 
mini-enduro. Maico has been using this 
same petite transmission for a decade. Cer- 
tainly the wrath of racers and magazines 
would come down on Maico's engineers ex- 
cept for the fact that the gearbox works ex- 
ceptionally well and has proven as strong as 
any other. Works riders Willi Bauer, Adolf 
Weil and former teamster Ake Jonsson have 
more than adequately demonstrated the de- 
pendability of Maico's drive system. Small 
or not, the thing works. 

The secret to Maico's gearbox strength, in 
spite of its small dimensions, is a combina- 
tion of the best machine steel available, per- 
fected hardening processes and still more in- 
visible technology. With a lower primary- 
drive ratio, (giving a higher clutch input 
speed) torque multiplication into the gear- 
box is less than usual. Gear-drive primaries 
(used in all Japanese and most European 
motocrossers) normally have a 3:1 reduction 
ratio as compared to Maico's 1.86:1. Maico’s 
lower reduction ratio cuts torque input by as 
much as 60 per cent, to reduce the strain on 
the minute gears and shafts. 


Higher gearbox speeds with Maico's di- 
rect drive transmission result in higher rear 
drive chain speeds. Maico's 13/52, or 4:1, 
secondary drive ratio contrasts sharply with 
Suzuki’s TM 400 readout of 15/40, or 
2.67:1. Higher chain speed reduces shock 
load to the transmission from the rear wheel 
for still more assurance against failure. 

The ignition system is a simple racing 
magneto with an external coil. An internal 
rotor is pressed on the tapered shank of the 
left-side flywheel. It uses permanent mag- 
nets to excite the field in the external stator 
that produces primary voltage, transmitted 
to the secondary coil. The contact points 


Power-to-weight ratio of the 245-pound bike is 6.5 Ib/hp. 


ride on a cam located on the end of the ro- 
tor. The system is straight-forward and 
makes timing quick and simple. 

Handlebars and levers come from Magu- 
ra, an industry standard. Fiberglass is used 
in the fenders, air box and gas tank. 

No more effective propellant exists in mo- 
tocross today than Maico’s 450 engine. Ex- 
cept for the additional displacement ac- 
quired from the 5mm larger bore, the 450 
engine is identical to the 400. Simplicity, 
lightness and a tractor-like powerband are 
unmatched by any other production moto- 
crosser. Starting is made slightly less dan- 
gerous by using the compression release, but 
it still requires a strong leg, solid boot and a 
willingness to endure sharp backlashes in 
the arch of your foot. After our test bike’s 
engine was run in, starting seldom required 
more than three kicks, with one stiff jolt 
most often successful. Cold starting requires 
generous tickling of the 36mm Bing concen- 
tric carburetor, although this leaves a filthy 
mess on the mixer and engine from the over- 
flow of fuel. Still, the carburetion worked ex- 

(Text cont'd. on page 97 ; charts overleaf) 
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Price, suggested retail West Coast, POE $1,698 
Tire, front 3.00 in. x 21 in. 
Metzeler Six Day 
4.50 in. x 18 in. 
Metzeler Six Day 
Brake, OnE sre mas dat 5S nas dee ii: 


NEAR ee re 8.2. in.x 1.2in. 
RPM x 100 


100 Brake swept area 

Specific brake loading 5.55 Ib/sa. in., 
at test weight 

Engine type Piston-port two-stroke single 

Bore and stroke. 3.23 inex 827 Mo 


82mm x 83mm 








Piston displacement 
Compression ratio 
Carburetion 1; 36mm; Bing center float 
Paper element 
Magneto/coil 
37.42 @ 6,500 rpm 














Fuel capacity 
Oil capacity 
Gear ratios, overall 











Wheelbase 

Seat height 
Ground clearance 
7 Curb weight 

0 SECONDS 10 Test weight 

















Test Conditions: Barometer 29.98 pate of Test: July 13; 1973 
Temperature 79F Dry i As Tested On the Webco Dyno 
67F Wet — 
Correction Factor 1.044 





q HORSEPOWER (37.42 max) 


|__| 


TORQUE (30.24 max) 





























Engine 

Speed Torque 
3000 d 16.82 
3500 5 19.08 
4000 A 20.90 
4500 ; 24.83 
5000 š 26.37 
5500 E 27.93 
6000 y 29,40 
6500 A 30.24 
7000 A 24.69 
7500 A 21.31 











Corrected Rear Wheel Horsepower 
Torque in Foot Pounds -—— —— 






































RPMx 100 30 
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Great One George Bignotti says: 
h Save big money on S-K' 
Golden Warranty Specials” 
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= against detective material sod | 
= ee by your 
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and will be 
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Mechanics like George Bignotti, winner ranty is proof. And right now Hey re on 
of more Indy 500 races than any crew sale at hardware and auto parts stores.” 
chief, uses S-K tools at the track. And at All American Made +h 
home for “‘fix-it”’ jobs. e 
Whether a professional or home handy- S-K'| Ones 
man, you'll like the famous S-K reversible 

ratchet. Lets you at difficult-to-reach TOOL GROUP, DRESSER INDUSTRIES, INC. 
places... breeze through tough jobs. Franklin Park, Illinois 60131 

As Great One, George Bignotti, says: 
“You can’t buy better. The Golden War- 


SAVE $21.99 > 


21 pc. %” drive Socket Set with famous S-K 
ratchet, No. 4521-9. Includes 9 standard sockets; 
8 deep sockets; 2 extensions; universal joint and 
reversible ratchet. 


$ 99* 
Separate purchase price: $42.98 20 


© 1973 Tool Group, 
Dresser Industries, Inc. 






*Suggested user price 
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q SAVE $14.70 


14 pe. %” drive Metric Socket Set with S-K ratchet, 
No. 14-9. Includes 10 metric size sockets; spark plug 
socket with neoprene insert; 2 extensions; S-K revers- 
ible ratchet. 


Se | 99* 
= = er Separate purchase price: $29.69 $14 


SAVE $2.89 


4 pc. Ratcheting Box 
Wrench Set, No. 340-9. 
Includes 4 wrenches in 
vinyl pouch. 


Separate $ tes 5 
purchase 98 
price: $16.87 13 


Our policy: complete satisfactionlor return for free replacement (Warranty administered at point-of-sale) 
NOVEMBER 1973 CIRCLE NO. 47 ON READER SERVICE PAGE 


SAVE $1.34 


> 7 pc. %” drive Hex Bit 
Socket Set, No. 19707-9. 
Includes 7 sockets. 

Replaceable hex bits. 


Separate 


purchase 49* N 
price: ene? OÖ 
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HUCKSTERSANDLOVERS ` 


The Second Annual Indian Come Home Rally 


TEXT & PHOTOS BY DENNIS CAPRIO 


é > f : “Le, & ! 
Field-meet boardwalk is tough with heavy motorcycles and foot clutches. 


REO 


One man’s treasure might be on another’s parts-blanket. V-twins once were small: George Twine’s 1928 101 Scout, resplendent in blue and gold. 
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e Hundreds of enthusiasts, young and old 
and everything in between; freak, blue collar 
worker, and businessman; purest rider and 
wealthy collector from every corner of the 
country swarmed on the shabby, overgrown, 
and seldom used Westfield, Massachusetts 
fairgrounds to share an Indian motorcycle 
love-in. They told stories, drank beer, ad- 
mired one another’s machines; bought, sold, 
or traded parts; swapped choice bits of Indi- 
an lore, competed in old-timey field events; 
drank more beer, and longed to see a proto- 
type Chief from the new Springfield Indian 
Motorcycle Company. Philosophical vari- 
ances vanished, and life styles blended in a 
rock. festival spirit of common bond—love 
.for the Indian. 

Not since the Porsche Speedster Thing 
has such passion been expended on a me- 
chanical device. When Porsche stopped pro- 
duction of the “Bathtub” at the end of 1958, 
enthusiasts all over the world cried, “Bring 
back the Speedster; the Speedster is dead; 
long live the Speedster.” The loudest cries 
came from America. The Speedster, like the 
Indian, was an infinitely tinkerable, friendly, 
forgivable and enjoyable machine, and like 
the Indian, was taken from us at what 
seemed the prime of its life. Speedster cults 
grew as men banded together to preserve 
and share a common mechanical passion. 

When Indian closed its factory doors in 
1953, owners and dealers heaved a collective 
sigh that went unnoticed by those outside 
the industry. Motorcycles weren't big busi- 
ness in 1953. Some of the more substantial 
dealers stayed alive for a time supplying 
parts and service to loyal customers, but for 
the most part, Indian faded from the public 
eye. Owners retreated to individual corners 
of the world to ride out their Indian's life 
span. Soon, dwindling parts supplies left 
many machines abandoned in a corner of the 
barn, garage, or scrap pile. 

Others, whose Indians were as much a 
part of life as eating, refused to let the Indi- 
an die. Suddenly here was a machine that 
depended on its owner for life. The mother 
factory was dead, and its offspring dealers 
orphans. Brave and desperate men hunted 
down other owners for support, and began a 
parts search and hoard campaign. They kept 
one another’s machines alive by bartering 
part for part or selling them at cost plus a 
promise to replace. And the cults grew. 

When these stalwart souls exhausted their 
resources, they found comfort and parts at 
Sammy Pierce’s California-based Indian cul- 
ture center. Pierce, in the true Indian broth- 
erhood spirit, supplied parts to the nation at 
prices as close to original as the economy's 
upward trend would allow. When parts were 
sold out of existence, he remanufactured 
them, and still the price was right. But the 
industry was changing. 
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This 1905 single-cylinder displaces 19 cubic inches; it’s from the Paul Pearce collection. 
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In the early Sixties, Honda launched a 
line of lightweight sporting motorcycles 
with, “You meet the nicest people on a Hon- 
da.” The new riders cared little or nothing 
for tradition, thus leaving a large communi- 
cations gap between the old and the new. 
The trend served to strengthen the pre-boom 
rider’s passion for his Indian or that other 
American motorcycle. 

So you have the Indian Four owner whose 
1941 machine will start on the first kick, idle 
at 400 rpm, and according to him, run with 
a Honda Four all day long. Ohioan Wally 
Enders is convinced that his 1953 Chief will 
out-perform and out-handle a 1973 Electra- 
Glide, and who knows, he might be right. 
Then there's Paul Pearce, President of the 
Antique Indian Motorcycle Club who's 
owned the same 1929 Four since 1936. 

It’s 1973, and a new force is at work now 
that Indians have become big business. 
Among the flea-market booths dotting the 
fairgrounds, stood a number of huckster’s 
stands. The spiel rang differently than the 
good-natured horse trading of the past: 
“You won’t find many of these around; 
that’s my price; take it or leave it.” The prof- 
it-oriented junkmen are on to the Indian 
movement. God forbid they should price the 
real Indian lover out of the game the way 
they’ve done with classic and antique cars. 
Experienced collector Frank Tybush isn’t 
really bothered by rising parts prices. It’s 
something he’s learned to expect. His 1939 
Four will probably double in value during 
the next five years, but that's not his reason 
for owning it. He'd been an Indian owner 
once, and, in a manner of speaking, traded it 
for his wife. After his family grew, and the 


boys caught the motorcycle bug, Frank suf- 
fered a relapse of that same bug and found 
an Indian to restore. 

Those new to the movement will feel the 
huckster’s pinch the most. Unrestored run- 
ning Indians are bringing anywhere from 
four to six hundred dollars, and the price 
isn't coming down. Some non-running and 
engineless machines command as much as 
half that price. As the huckster increases his 
share of the market, some of the fun and 
brotherhood filling the air at Westfield will 
thin, but hopefully the real Indian lovers 
will prevail. 

What about the new Chief, and what ef- 
fect will its production have on the classic 
and antique market? Charles Manthos, pres- 
ident of the Springfield Indian Motorcycle 
Company and the man with all the answers, 
made a brief appearance at the fairgrounds 
on Saturday, but disappeared before anyone 
could question him about the project. An- 
other commitment kept him from the ban- 
quet that night as well. Jimmy Hill, chief 
engineer for the new company and former 
employee of the original Indian company, 
reported briefly their progress and plans. 

They plan to build an all American repli- 
cycle Chief complete with valanced fenders 
and an 80-inch flathead motor. Upgrading 
plans include an electric starter, an in-unit 
four-speed footshift gearbox, and a front 
disc brake. Hill lamented the difficulty in 
finding an American manufactured disc that 
will fit within the confines of the valanced 
front fender. The suspension will be 1953 
vintage telescopic forks at the front and 
plungers (with increased travel) at the rear. 
Aside from the legal hassle over the use of 


the Indian logo bought and resold by Floyd 
Clymer and his heirs some years ago, every- 
thing appears to be going as planned. They 
expect to have a complete machine for show 
by Daytona time 1974. 

It's difficult to tell how many classic and 
antique Indian owners will buy a new Chief. 
Those wishing they did own an Indian are 
likely to be the first in line, effectively re- 
moving "this group from the classic and an- 
tique market place. The new Chief has a 
ready-made market; if you consider Harley- 
Davidson 74s something of repli-cycles 
themselves, the Manthos project would seem 
pinned to reality. If someone other than 
Porsche began building updated Speedster 
repli-cars, you can bet there’d be a long line 
at the factory door. But you wouldn’t find 
any of the old Porsche freaks there with 
checkbook in hand. It’s true that the new 
Indian will be built in Springfield under the 
watchful eyes of some of the original em- 
ployees, but a replica? Indian enthusiasts 
just might discover that their interest in In- 
dians was tied only to the past. 

At the Saturday night banquet, Rally 
Chairman Bill Gere initiated an endless 
backslapping-bowing display giving all in- 
volved a chance for full hearts as well as full 
stomachs. An outsider, who has never loved 
a machine, would have dismissed the ritual 
as dumb. But no outsiders filled the hall. 
Sammy Pierce summarized it: “God bless 
the flathead Indian.” 

Sunday rained on everyone's parade; 
Mother Nature harbors no prejudices. The 
lovers spent the soggy day absorbing enough 
Indian mystique to last another year. The 
hucksters merely got wet. © 
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Barron Storey, artist, illustra- 
tor and Triumph enthusiast, explains 
the shape of his new Triumph Bonne- 
ville: “When | was a kid, | thought 
Triumphs were really super. In some 
ways they were the most English mach- 
ines: fast, functional-looking things with 
a pleasing blend of curving lines. Within the 
framework of a new Bonneville, | wanted to cre- 
ate something like a classical Triumph look. Part 
of that classical look is the two-wheeled look, as 
opposed to the shrouded look of today, where the 
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front wheel is sticking out and 
the back is just one big form. The class- 
ical look to me is almost a bicycle with a 
big engine in it.” 

And so Storey modified. He subtract- 
ed from the mufflers, trimmed down 
the rear fender, raised the tail lamp 

and diminished it, shortened and reshaped the 
saddle, rebent the header pipes, moved the tank 
down to eliminate.airspace under it, touched the 
front fender and switched to earlier Triumph han- 
dlebars. In his eye, the modifications make the 
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Paint: (Right) Finch's Custom Styled Cycles, Pontiac, Mic 
Owner: Ron Finch 


Paint: (Left) Woody's Auto Body, New Britain, Conn. 
Figure by Dave Taczli f 
Owner: Louie Falcigno 


Paint: (Below) Lenny Smith's Kolorcraft, Syracuse, N.Y. 
Owner: Chuck Clinton 



















Paint: (Top Right) Kelsey's Kustoms, Beverly, Mass. 
Owner: Kelsey Martin 


Paint: (Bottom Right) Yosemite Sam's Paint Shack, 
Detroit, Mich. 
Owner: Rick Beddoes 


aint: (Below) Lenny Smith's Kolorcraft, Syracuse, N.Y. 
eh Owner: Dan Little 





ALL ABOUT IT 


TEXT & PHOTOS BY SANDY ROCA 


It is a time-honored ritual as old as Otto Benz: your half- 
empty gas tank versus the fumble-fingered petrol-pusher. The 
details of the incident vary, but the eternal dilemma remains. 
Do you sop the spill with your handkerchief and risk a nasty 
smear? Or do you hope against hope that evaporation will 
snatch the solvents away just before they marinate and bub- 
ble your candy-red lacquer? 


e Some may consider the subject of motorcycle paint superfluous; 
bikes do have scant surface area compared with other vehicles—Tri- 
umph Hurricanes, fairings, and bodies by The Fiberglas Works not- 
withstanding. A lot of roadracing people get by with an infrequent 
and hurried blast from the black enamel squirt can. And some of our 
chopper friends plate and polish everything into submission with 
equally unpalatable results. 

Even so, a lot of paint does find its way onto motorcycle parts. 
Because of the low acreage, the project is likely to be a more satisfy- 
ing one. The painter can concentrate on perfecting small areas in- 
stead of diluting his energy and inspiration over larger surfaces. In 
addition, a high percentage of bikes in this country are used as plea- 
sure vehicles—which means that many motorcycles will be custom- 
ized and repainted solely to satisfy the tastes of the owner; it is 
modern day folk-art if you will. 





This is mural airbrushed in lacquers; it's done by 
Kenny Grey in Berlin, Conn. 
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Even from a purely functional view there is something to be said 
for a good coat of paint: it is a convenient and relatively inexpensive 
method of masking imperfections and protecting metal, and its ap- 
pearance enhances value. 

Paint technology since World War II has, because of the increas- 
ing use of synthetic materials (mostly plastics), developed into an 
amazingly extensive and complicated field. Even if one were limited 
to strictly motorcycle-suitable paints, it would be alarmingly easy to 
compile a small book. To shoehorn the subject into a single maga- 
zine article makes necessary some generalizations; any organic 
chemists reading this will hopefully excuse the corners missed. The 
simplifications made within this article are at least acknowledged, 
and not paraded as monolithic truths. 

The Basic Mechanism: How and why does paint work? Paint is 
basically a fluid solution, either man-made or man-modified, that is 
suitably thinned so it can be applied. After application it changes to 
a hard chemical skin. This conversion from soup to solid is the 
primary property of paints. It may happen in just a few minutes or 
take as long as several years to complete, and is achieved in two 
basic ways: evaporation and chemical change (often called curing). 
Almost all paints dry somewhat by evaporation; that is, the liquids 
that make them thin enough to flow onto a surface escape into the 
air so that the remaining ingredients will cling. The broad group of 
paints called lacquers turn hard solely by this method, without any 
other change, and remain chemically exactly what they were before. 
The remaining types of coatings will dry somewhat by this evapora- 
tion until they will not readily flow, but are still very soft. But in 
addition they will then undergo a chemical change which hardens or 
cures them. These paints, sometimes mistakenly called enamels, are 
not the same chemical makeup as they were before application. 

Paint Components: What is it made of? Regardless of the different 
types of paint, they all consist of a few broad types of materials. The 
body of the paint is called the binder, or non-volatile vehicle, and is 
usually made of a natural resin (like linseed oil, rosin, etc.), or a 
man-made plastic (see Notes on Plastics). The binder is the part that 
involves the drying mechanisms explained above, and therefore actu- 
ally determines what type the paint is, as many of the other compo- 
nents are interchangeable from paint to paint. It is usually modified 
or mixed with various things including plasticizers (to keep it from 
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3 $ à The pattern on this frame is established by spraying over masking tape. 
Good pin stripers work quickly and evenly. Note use of little finger for support. 


Spiderwebbing: under-thinned paint strung out in random patterns. 











embrittling with age or exposure to light) 
and catalysts (called driers) to assist it in 
curing if necessary. 

The color and opacity of the paint are 
caused by the second main ingredient, the 
pigment. It is usually a mined inorganic 
chemical (rock) like red iron oxide, or a syn- 
thetically produced dye, like phthalocyanine 
blue, that is finely powdered and mixed with 
the binder. Various flattening agents like sil- 
ica or talc are also added to control the gloss 
of the paint. Some pigments impart rust- 
proofing qualities and are often included in 
primers (zinc chromate). Others inhibit ag- 
ing of the binder by blocking out light and 
ultra-violet radiation. In some paints such as 
primers, extra ““solids” are added because 
they fill in scratches. 

Unless the binder-pigment mixture is al- 
ready thin enough to apply easily (as is the 
case with some paints based on linseed oil), a 
solvent is needed as a third component, to 
dissolve the binder into a liquid form. It de- 
termines the quality of the paint before evap- 
oration takes place—how fast will it flow, 
how long will it stay sticky, etc. There are 
over 100 common solvents used in paints, 
with different speeds of evaporation, thick- 
nesses, and abilities to dissolve binders. Fur- 
thermore, paint thinners (or reducers) are 
usually a blend of various types (see Notes on 
Solvents). 

Paint Types: Lacquers. The simplest 
paints chemically are lacquers, because they 
do not have any mechanism for drying ex- 
cept physical evaporation. They turn them- 
selves into a protective coating simply by the 
disappearance of the solvents into the air. 
For example, if you mixed sugar syrup with 
water and sprayed it onto a gas tank, the 
water would eventually evaporate, leaving 
you with a rudimentary sugar coating (rock 
candy lacquer). If you spill solvents on a lac- 
quer they will redissolve it even if the lac- 
quer is 20 or 30 years old. 

The original “straight lacquer” developed 
in the mid-1920s was based on a binder of 
cellulose nitrate (made by treating cotton 
with nitric acid), which is a close relative to 
old-time celluloid movie film. Nitrocellulose 
lacquer, as it is called, has been largely sup- 
planted by more modern types, but it still 
finds wide use in some solid colors, lacquer 
primers, and spray can products. It is not as 
durable as other types of paint, but has often 
been praised for extreme purity of colors and 
clarity in transparent films. It is also an easy 
paint to work with, being very forgiving of 
over- and under-thinning, and poor weather 
conditions; “straight lacquer” is also quite 
compatible with many other paints and 
chemicals. For these reasons nitrocellulose 
lacquer is still sought by some custom paint- 
ers who do a lot of multi-color finishes and 
special transparent effects. 
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Most present-day lacquers use a man- 
made plastic for their binder, one of the fam- 
ily of materials called “acrylics.” Acrylic 
lacquers are close cousins to materials like 
Lucite and Plexiglas, with the same advan- 
tages—excellent durability, hardness, and 
clarity. In this area they are a distinct im- 
provement over cellulose nitrate lacquers. 
But they do have disadvantages. Some acryl- 
ic lacquers do not resist gasoline well, most 
demand careful treatment, and compatibility 
with other plastic resins and paints is often 
limited. Frequently the solids-content of 
acrylics must be kept low or the paint may 
become difficult to spray. This is why films 
that require a high build of thickness—prim- 
ers and solid colors—are often done in other 
paint types (nitrocellulose lacquer or various 
enamels). Acrylic lacquers, by the way, 
should not be confused with acrylic enamels 
which use the same plastic base but are a 
completely different animal. Acrylic lac- 
quers, true to their type, dry by evaporation 
and by evaporation only. 

Paint Types: Non-lacquers. The second 
major group of paints is very large and di- 
verse, with most types being referred to as 
“enamels.” (This term comes from porcelain 
enamel because many of the paints in this 
family dry to a high gloss mimicking vitre- 
ous china or porcelain coatings.) It is a bet- 
ter system, however, to classify these by 
their curing mechanisms. 

Oxidation: The old-time oil-based paints 
used by the great masters were based on a 
binder called a drying oil (usually linseed, 
dehydrated castor, soya, or tall oil) that 
slowly turned into a tough, elastic film upon 
exposure to oxygen in the air. Varnishes also 
used this base, with the addition of a natural 
resin (such as amber) to give a clear film. 
Today’s paints that cure in this way are a 
modernization, with a group of man-made 
substances—called alkyds—modified with 
drying oils. Most alkyd enamels dry by 
evaporation to a tacky state, and then form a 
hard skin by surface oxidation, while the re- 
action proceeds underneath this skin for 
many months. Some other classes of syn- 
thetic plastic (epoxies, phenolics, styrenes 
and urethanes, but not usually acrylics) can 
also be hooked up with drying oils and al- 
kyds to make oxidation-cured coatings 
(polyurethane varnish for example). Soa 
simple air dry enamel can be any number of 
these critters, or two mixed together. 

Oxidation paints have the disadvantage of 
taking a long time to cure completely, but 
have better solvent resistance than lacquers, 
and better thickness per coat. , 

Heat: A number of paints depend solely 
on elevated temperature for their drying 
mechanism. They are often termed baking 
or stoving enamels and are very popular in 
automotive and motorcycle factories. Unlike 


air dry enamels, their cure rapidly completes 
once they have been baked (although 
trapped solvents may linger for a month or 
two), and therefore the product can be 
sprayed, baked, and shipped without long 
drying times. Although you may see a local 
bump or body shop advertise “baked” fin- 
ishes, they use a much lower heat (about 
180°F), which accelerates skin formation on 
air dry paints, but will not harden a film all 
the way through. (Lacquers can be force- 
dried in much the same way.) The tempera- 
tures used for true stoving finishes would 
wrinkle and soften normal paints and singe 
non-metal interiors. Therefore, factory- 
baked paints are formulated somewhat dif- 
ferently from products used in the home or 
local shop, although they may carry the 
same name. The most common binder is an 
alkyd base in conjunction with a melamine 
resin, but epoxies, urethanes and acrylics, 
among others, can also be constructed to 
cure via heat. In most of these cases the 
binder consists of more than one plastic (for 
example, epoxy with urea-formaldehyde res- 
in). Heat-cured paints dry to a high degree 
of hardness, but they rnust be baked, which 
requires equipment not usually available. 

Chemical reaction: In the past 10 years 
there has been a new development—paints 
which cure and harden by a variety of chem- 
ical reactions. They use either a hardener 
additive, a two-can system, or a catalyst. 
Some mixes are relatively independent of 
any atmospheric effects—they would proba- 
bly set up just fine on the dark side of the 
moon. Others, like many urethanes (and 
your friendly bathtub caulk), react with the 
moisture in the air. A few are pre-catalyzed; 
that is, the components are all set to com- 
bine into a hard film, but their reaction is 
stopped short by a blocking agent, which 
later evaporates or is driven off by heat, al- 
lowing the cure to commence. Most of these 
catalyzed paints, as they are often called, are 
quite advanced in terms of ordinary paint 
qualities—solvent resistance, durability, and 
gloss are all very high. 

As with baked coatings, a lot of catalyzed 
paints use more than one type of plastic (one 
is usually the binder base, and another is the 
curing agent; see Notes on Plastics); some are 
pretty complicated and versatile animals. 
One that comes to mind is Ditzler’s acrylic 
enamel, Delstar. It is primarily made as an 
air dry enamel; but with a special polyure- 
thane additive (Delthane), it can be hard- 
ened chemically and converts into a differ- 
ent type of paint. And finally, the factory 
version is baked for its cure. Paints that are 
catalyzed include many epoxies, urethanes, 
polyesters, and acrylic enamels. 

Comparison of paint types: Which is best? 
Because of the distinct characteristics of 
each paint type, there are a number of fairly 
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clear-cut pros and cons that can be estab- 
lished for each. Lacquers (because they 
harden by solvent evaporation only) have a 
very fast drying time, and are best utilized in 
applications requiring many successive 
coats. Adhesion between layers is very good, 
because the solvents in each coat partially 
penetrate into previous layers before evapo- 
rating and stick the coats together well. The 
thin film qualities of lacquers make many 
applications necessary, but in most cases this 
is a good safety factor, as excessive thickness 
is always to be avoided. Like most fast-dry- 
ing paints they have a poor gloss, but this 
can be improved by slow-drying thinners. 
Also, polishing and compounding improve 
the surface finish greatly and can take place 
soon after the paint is applied. 

The main disadvantage of lacquers is their 
susceptibility to solvents because they never 
change to an insoluble film: Gasoline, most 
racing fuels, and many industrial liquids will 
attack the surface. 

Most air-oxidized paints dry very slowly, 
during which time they are sensitive to sol- 
vents in two ways. First, before any cure has 
begun, like lacquers, they are still soluble in 
things like gasoline. Second, after the top 
section of the paint film has cured (and be- 
come insoluble in most solvents) the lower 
parts will still remain unoxidized and soft 
for atime. The two layers may therefore sep- 
arate, lift, or wrinkle because of different re- 
action to any solvent that they come in con- 
tact with (usually the lower soluble layer 
will swell and break the top skin). Solvents 
present in any new coat applied over oxi- 
dized paints can also cause this reaction, so 
repainting can take place only after a suit- 
able drying period. 

Nevertheless this group of paints does 
have advantages. Air dry enamel primers 
stick better to metal than lacquer primers 
do. The greater film thickness achievable 
with enamels makes many coats unneces- 
sary. And waiting for the paint to be hard 
enough to polish is eliminated because if 
properly applied, most flow out to a very 
high gloss. The fact that the underbody of 
the paint remains soft for a while can be an 
advantage, as it lends a cushioning and 
shock-absorbing quality to the paint layer, 
making enamels much less liable to crack 
and split with hard use or vibration (of par- 
ticular value for motorcycle parts). 

Baked paints have most of the advantages 
of oxidized coatings, but without the slow- 
cure and the problems it engenders. Their 
use is limited, however, because of the 
equipment needed for baking, and because 
the high heat can damage any nearby unre- 
sistant materials (rubber bushings, etc.). 

Catalyzed paints, as noted before, have 
outstanding qualities, but their use is quite 
new, and commonly established do’s and 
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don’t’s have not yet been evolved. Many cat- 
alyzing systems are very dependent on tem- 
perature—if they get too far out of the speci- 
fied proper range, the paint may not harden 
at all. Compatability with other paints is of- 
ten limited. Designed for convenience, most 
of these paints harden quite rapidly and 
have very high film contents so that few 
coats are needed. But this also increases the 
danger of trapping solvents in the cured 
paint layer—which are then only released 
very slowly. In some cases the thicknesses 
are of such amounts that manufacturers spe- 
cifically exempt these products from any 
guarantees concerning cracking, and com- 
mon problems such as runs, sags, and bub- 
bles may be aggravated. Finally, because 
some of these products harden so well, it is 
difficult to get any further paint layers to 
adhere to them if additional painting be- 
comes necessary later on. 

Compatability: Can you swap paint in 
mid-job? No doubt some of you, eyeing the 
pros and cons of different paints have 
worked out a hypothetical system to take 
advantage of each, say an enamel primer for 
good adhesion, acrylic lacquer for fast build- 
up of color coats, and a nice gasoline-resist- 
ant epoxy to top it all off. No way! The pri- 
mary rule for applying different types or dif- 
ferent brands of paint together, cross-mixing 
thinners, and coating one type of paint over 
another is don’t. Even if by some miracle the 
two different components you use are com- 
patible, have the same solvents, and don't 
act like milk in lemonade—they still may 
not cure or dry or age or expand with tem- 
perature changes at the same rate. And the 
resulting stresses may ruin the job. 

Having said that, however, we will reveal 
the circumstances under which the rule may 
be broken: 

1. Most manufacturers have a series of 

paint systems, and as long as you adhere 

to their system you’ll be okay. Many sup- 
ply special “sealers” to allow non-com- 
patible paints to be used over each other. 

These are various non-penetrating paints 

(often lacquers with solvents such as alco- 

hols) that will not wrinkle or attack a 

semi-hardened undercoat, and dry to 

form a barrier of sorts. Using the appro- 
priate sealer you can paint, for example, 
lacquer over an enamel primer. Also, 
some lacquer systems use nitrocellulose 
primers with acrylic lacquer top coats. 

This procedure is generally accepted as 

safe; however, acrylics should not be used 

with nitrocellulose top coats. 

2. Many years of experience in painting 

will obviously determine how far the rules 

can be stretched. One of our friends fa- 
vorite tricks is to add a little lacquer thin- 
ner when he is spraying enamel on a cold 

day and the job needs to be touch-dry in a 
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digressions 


Notes on Plastics 

The great majority of modern paints use 
synthetically produced components, espe- 
cially as binders. Whereas many sub- 
stances we are familiar with consist of 
small and simple molecules (water—H;0; 
salt—NaCl, for example) a lot of paint ve- 
hicles have long chain-line molecules. 
These polymers, as they are called, are 
built up from the same basic unit repeated 
over and over in a long line. 

In acrylic polymers, for instance, the 
original unit is usually methyl methacry- 
late or a close relative. It is slightly modi- 
fied and strung out with itself in a mole- 
cule chain of various lengths depending on 
its use. Clear acrylic plastics like Plexiglas 
or Lucite use long chains; those in acrylic 
lacquers are somewhat shorter and there- 
fore easier to dissolve in solvents. In the 
case of lacquers the binder is, of course, 
unaltered by evaporation and these poly- 
mer chains are deposited on the surface 
without any change. But in the remaining 
types of paint the binder undergoes a 
chemical reaction called “cross-linking,” 
so that the polymer structure turns into a 
ladder or network arrangement. After 
cross-linking, the binder is no longer af- 
fected by the solvents that formerly dis- 
solved it. (Cross-linking can be visualized 
by frying an egg. Before you cook it, the 
white is a liquid soluble in water; after- 
wards it is not.) In some cases the cross- 
linking is done with just a single binder 
component. Acrylics can be cross-linked 
by baking with one of their own ingredi- 
ents, acrylic acid. Other paints such as 
epoxies and urethanes use a second compo- 
nent (amino-resins are an example) as a 
cross-linking or curing agent. 

A surprising number of these basic units 
(called “‘mers”—many mers equals a poly- 
mer) are chemicals called esters, which are 
made by reacting an acid with an alcohol. 
The acrylates we mentioned above can be 
called acrylic esters. Although there is one 
particular goo called “polyester” (often 
used in fiberglass), in actuality many plas- 
tics are polyesters, and most are labeled as 
“poly” plus their ““mer”—polystyrene, 
polyurethane, polyvinyl chloride. 

Although a number of consumer paint 
products, especially spray cans, are vague- 
ly labeled on the front, quite a few list their 
components on the back. By looking at the 
name given the binder, it is often possible 
to determine what the paint is. In addition 


to the terms explained in the main text, 
here is a general guide to some of the 
chemical terminology used: 

Toluene Di-isocyanate (also, TDI, Isocya- 
nate, Polyurethane) 

Indicates a paint with urethane compo- 
nents— either as the main binder, as a cur- 
ing agent (in some acrylic enamels) or as a 
modifier (with alkyds or drying oils in air- 
oxidized enamels). 

Chlorinated Rubber, CAB, Cellulose ace- 
tate, Ethyl cellulose 

Common lacquer binders. 

Tricresyl phosphate, Dioctyl phthalate 

Plasticizers used mainly in lacquers. 
Oil-free (alcohol derived) alkyd, Coconut 
oil modified alkyd 

Unlike most other alkyds, these are not 
treated with drying oils, but are completely 
free of drying oils, or are modified with 
non-drying oils like coconut or vegetable 
oils. They therefore have no oxidizing 
properties and can be added to lacquers. 
Vinyl toluene 

Usually a modifier of alkyds or drying 
oils, also called styrene. 

Maleic resin, Phenolic resin 

These two plastic bases are usually used 
as modifiers or additives to paint binders; 
phenolics are often used in enamels, ma- 
leics in lacquers. 

Epoxy Ester 

Usually an air-oxidized enamel with 

epoxide base. 


Notes on Solvents 

Perhaps the most mysterious ingredients 
of paints are the various liquids that are 
used as thinners. Most of these are thin, 
clear fluids that evaporate quickly in com- 
parison to water. They have strange aro- 
mas and even stranger names—methy] iso- 
butyl ketone, amyl acetate, ethylene car- 
bonate—to name a few. However, the mys- 
tery can be greatly simplified if a few basic 
facts are kept in mind. 

First, each paint binder has a certain 
range of solubility. That is, some solvents 
will dissolve it easily and others won't at 
all. But in addition there are a number that 
will be borderline, being partially or “al- 
most” able to dissolve the binder. For ex- 
ample, most lacquers are not soluble in liq- 
uid hydrocarbons such as gasoline. But as 
everybody knows, a gas spill can soften 
and upset the finish of some lacquers if it is 
allowed to soak for too long. These “par- 


tial” solvents are known as diluents and 
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latent solvents. They are often used to thin 
down a paint solution. For example, once a 
lacquer binder has been dissolved in a true 
solvent like ethyl acetate, a certain amount 
of diluent like xylol can be added without 
upsetting things. It will reduce the thick- 
ness of the lacquer, make it easier to spray, 
and save using more expensive solvents. 

Second, although there are many sol- 
vents available for paints, they all fall into 
a few broad categories. Aliphatic hydro- 
carbons are things like gasoline, mineral 
spirits, naptha and turpentine. Except for 
the latter they are mostly derived from 
crude oil. Aromatic hydrocarbons are dis- 
tilled from coal tar, and include benzene, 
xylene, toluene (also called benzol, xylol, 
and toluol). Chlorinated hydrocarbons are 
man-modified from their natural form to 
make carbon tet, chloroform, “trico,” and 
others. Ketones (such as acetone and me- 
thyl ethyl ketone) and liquid esters (ethyl 
acetate) are usually synthetically made. In 
addition there are various alcohols (metha- 
nol, ethanol, etc), nitromethane, (familiar 
to drag racers as a good solvent of lacquer!) 
and ethers of all types. 

It is hard to generalize, but most lac- 
quers are easily soluble in esters, ketones, 
ethers, and methanol. Many of these fluids 
are also true solvents for enamels (before 
they are cured, of course); but they are not 
often used since other true enamel solvents 
are cheaper, mostly hydrocarbons. Most 
alcohols are not true solvents for either 
family (although often used in sealers), but 
they are good as additions to already-dis- 
solved binders. The same thing holds true 
for liquid hydrocarbons in lacquer, as was 
mentioned above. 

There is also another property of sol- 
vents that should be mentioned: speed of 
evaporation. Some liquids such as ethyl 
chloride disappear so fast that they can be 
used as a local anesthetic, as the evapora- 
tion produces a numbing cold. Others like 
butyl cellosolve are very slow and are only 
added to paints during extremely hot 
weather to “retard” the evaporation rate. 
Especially with lacquers, the surface can 
be chilled so fast as to cause condensation 
and entrapment of water vapor, giving rise 
to a frosty look in the paint called “blush- 
ing.” The varied evaporating speeds of dif- 
ferent solvents can allow the atomized bits 
of paint to flow out on the surface and 
form a smooth layer, regardless of condi- 
tions if the proper solvent is used. 

It is often impossible to find a single sol- 
vent that will meet all the above require- 
ments of solubility, correct evaporating 
speed, good flow after application, etc. 
Therefore a lacquer “thinner” or enamel 
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“reducer” will usually be a blend of vari- 
ous liquids. Like molasses, most paints’ 
viscosity and flow vary with temperature 
and humidity, so different thinners have to 
be used for different conditions. Cold days 
require a thinner that will partially and 
quickly evaporate to a certain point (so the 
paint won’t run or sag), but that will leave 
some slower solvents remaining to allow a 
good “flow out” and ensure against “‘or- 
ange peel.” Most professional suppliers 
make four or five different blends, plus a 
retarder to cure blushing problems on very 
hot days. 


Notes on Spray Cans 

Paint like a pro for $2.98? If you want 
an expert job out of a spray can right off 
the bat, you’re probably asking for too 
much. But with a little practice and pa- 
tience, aerosols (as spray cans are officially 
called) can be a surprisingly effective way 
of applying paint. 

The paint in spray cans is similar to the 
various standard types we have discussed, 
with one important addition, a propellant. 
The most common one is Freon, which is a 
gas at normal room conditions, but when 
pressurized and bottled up in a spray can it 
turns into a liquid in solution with the 
paint. Most propellants are notoriously 
poor solvents, so spray-can binders and 
thinners are often altered for increased 
compatibility with them. Even so, solids 
tend to easily settle out, so most aerosols 
should be vigorously shaken before use. 
When the spray valve is opened, the pres- 
sure forces paint out the spray tip and it is 
atomized by the boiling of the propellant 
returning to a gaseous form, and not by 
any air pressure. 

Advantages? Because spray cans are a 
complete painting system all in themselves 
there are no extra thinners, spray equip- 
ment, or outside air sources to worry 
about. Aerosols are superior for painting 
blind holes and tight corners because the 
propellant system throws very little air 
with the paint, unlike regular spray guns 
that create a lot of “wind.” Because most 
equipment and materials are eliminated, 
spray cans can be a very inexpensive way 
to paint, and most motorcycle jobs, with 
only small areas to be covered, are espe- 
cially suitable. 

However, many compromises have been 
made to achieve these conveniences. Be- 
cause the thinner blend cannot be altered 
for different evaporating speeds, aerosols 
spray and flow out optimally only over a 
certain range of temperatures, usually 
around 70°F. To assist atomization, espe- 

(Continued on page 96) 





hurry. Using very thin and dry coats, it is 
also possible to put down a lacquer over 
fresh enamel. This sort of thing is not re- 
ally necessary with the versatility of mod- 
ern paints, and takes a lot of expensive 
mistakes to get all the procedures just 
right. Leave it to the old wizards who’ve 
been painting for decades. 

3. If it can be determined that the base 
paint is fully cured (that is, a factory- 
baked finish, catalyzed paint, or an air- 
oxidized enamel over two years old), then 
it is for most purposes inert and can usu- 
ally be safely repainted. It may be neces- 
sary to extensively sand enamels in prepa- 
ration, as their high gloss inhibits adhe- 
sion. Some of the catalyzed paints may be 
so fully hardened that even with this 
treatment, additional top coats will stick 
poorly. Some manufacturers supply spe- 
cific “tie coats” for this purpose. 

4. Finally, some commonly used enamel 
solvents are compatible with lacquers 
(they may or may not penetrate a lacquer 
film, but at least they won’t usually lift or 
otherwise distress it). This phenomenon 
gives rise to the old saw that it’s all right 
to put enamel over lacquer, but not vice 
versa. This is partially true—enamel sol- 
vents will not attack lacquer undercoats; 
while lacquer solvents will really doa 
number on a semi-cured air dry enamel 
by lifting the hardened skin and diluting 
the still-soft underbelly. However, various 
additives in lacquers can migrate upwards 
and interfere with the curing mechanisms 
of enamels. So if you are in doubt, strip 
down to bare metal and start fresh with 
one type of paint. 


Paint Application: Procedural Steps. The 
initial stages of paint procedures are general- 
ly done to produce some surface roughness 
(called tooth) but mostly to assure chemical 
cleanliness, enabling the paint to stick well. 
The surface is usually stripped of all old 
paint by sandblasting or with paint removers 
containing methylene chloride. Most metals 
are then dipped in acid solutions to clean 
any oxidation and finely etch the surface. 
Afterwards, steel is treated (common trade 
names are Parkerize and Bonderize) in a so- 
lution that produces a phosphate coating; 
aluminum is usually anodized. These etch- 
ing and pickling steps can be a nuisance and 
many painters skip them—it is certainly a 
tribute to modern paints that they still ad- 
here so well. In many cases the original fac- 
tory-baked enamel primer may be un- 
harmed; it is then often wisest to leave it 
intact. Most manufacturers do supply spe- 
cial paint removers that will lift lacquer top 
coats but will leave a baked primer intact 
and eliminate the above preparations. 

(Continued on page 90) 
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CYCLE ROAD TEST 


BENELLI 
PHANTOM 


The Phantom comes with two big 
mysteries. Where’s the oil injection 
system? Where’s the horsepower? 








e Benelli and Moto Guzzi have been, as 
they say in the finance world, acquired by 
Alejandro de Tomaso. The surviving Benelli 
brothers had lost interest, and a series of 
strikes brought Seimm (Guzzi’s parent firm) 
to its financial knees just as de Tomaso was 
persuaded to liquidate his Ford Motor Com- 
pany joint venture. De Tomaso, a flamboy- 
ant Argentine who has both the inclination 
and the knack for attracting a lot of publici- 
ty, jet-sets about the globe attending to his 
many investments. 

As witnessed by the ill-fated Ford Pantera 
soap opera, de Tomaso’s main influence on 
his projects is to guide their surface appeal. 
it cost Ford staggering amounts of money to 
rebuild the Pantera’s chassis in outside job 
shops after the cars were imported and be- 
fore they were sold to the public. Consistent 
with that, noises from within Benelli and 
Guzzi indicate that engineering feathers will 
remain relatively unruffled by the new de 
Tomaso management. 

Before the advent of de Tomaso, Benelli 
had eked out marginal sales success in this 
country with their stodgy-looking, dated, in- 
different-performing line of bikes. Only the 
650cc twin has shown that it is an acceptable 
buy as well as an excellent motorcycle. And 
who knows, someday they may even get 
around to putting air cleaners on it. Moto 
Guzzi on the other hand has built a steadily 
improving big touring V-twin since the first 
one started down the assembly line. And the 
U.S. buyers have rewarded Guzzi’s diligence 
proportionately. Too, Guzzi’s single-cylin- 
der four-stroke enduro, a bike that anyone 
can buy in Italy, has never been seriously 
marketed here even though it has won gold 
medals in the ISDT. 

Our Phantom is the first real production 
motorcycle we have seen that bears the 
mark of de Tomaso. It is a two-stroke verti- 
cal twin that Benelli engineers have been de- 
veloping for several years, but which bears 
the obvious angular styling taste of Alejan- 
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dro. Some of our staff liked the sharply chis- 
eled panels and bob-tailed lines of the head- 
light, tank, fenders, and chainguard. Other 
members of the staff were reminded a bit of 
early Honda Dreams. 

The test got off to a bad start. While being 
air-freighted to us from the distributor (Cos- 
mopolitan Motors in Hatboro, Pennsylva- 
nia), amoderate amount of cosmetic damage 
and cable kinking had occurred. Then, after 
the visible dings had been shaped, we found 
that the clutch was rubbing on its case so 
hard we couldn’t hear the engine run. There 
are three little nubs behind the Benelli insig- 
nia plate which anchor its little rivets. Either 
the fellow who put the first miles on the bike 
was deaf or the case got nudged hard 
enough on the plane to foul the clutch. At 
any rate a rotary file on the inside of the case 
nubs quieted the uproar. By that time we 
were quite late for a photography session 
and several other small bothers had us in a 
frenzy while we got going. Oh frustration, 
anger, curse. Sitting still on the bike and rev- 
ving the engine produced a lot of buzzing in 
the footrests and we were quite prepared to 
dislike the Phantom intensely. But in be- 
tween sharp turns on a back road a very 
small voice began to whisper, “‘thou fool.” 
The bike was actually very smooth and 
while not exhilaratingly fast, very much fun 
to ride hard. Soon we were smiling, using 
the brakes harder, and even sliding around a 
little bit in the corners. 

The suspension is taut, steering is as pre- 
cise as a micrometer, and the seat is damned 
firm. A width of 27 inches and four inches 
of rise allow the handlebars to afford our 
six-foot rider a very slight forward crouch: 
about right for all-around riding, and too 
high for fast riding on twisty roads. We have 
found that if the handlebars allow the rider’s 
body to lean forward at about 20 degrees 
from vertical and at the same time place his 
arms in a comfortable position, the rider will 
be in better control of the bike and endure 
less fatigue. If a rider sits up straight at 70 
mph for a couple of hours, his arm and pec- 
toral muscles will be aching from holding 
tightly to the bars to overcome the wind 
pressure against his torso. The 20-degree 
stance will just about balance body weight 
(as felt through the hands and wrists against 
the handlebar) and wind pressure at 70 mph. 

Except for throttle grip action the control 
positions and feel are superb. Excellent To- 
maselli levers are extremely carefully shaped 
to fit the contour of your fingers and large 
(1'%-inch) diameter cable-adjusting wheels 
with click stops are built in to the lever as- 
semblies. A short finger lever on the brake/ 
throttle plane controls the cold-start enrich- 
ing device in the carburetors. Only 60 de- 
grees of wrist twist are required to open the 
throttles; of course the slides don’t have very 
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far to go (about which we’ll have more to 
say later). While the wrist doesn’t have to 
move the grip more than a sixth of a turn, a 
horrendous amount of force is required. The 
Dell’Orto square-slide carburetors are of the 
same design as those on the 650 Benelli we 
tested two years ago and we have exactly the 
same complaint about them. Incredibly stiff 
return springs are used, and they fairly kill 
the rider’s wrists. The effort required is com- 
pletely foreign to the bike’s handling nature 
and detracts greatly from the enjoyment of 
the machine as a back-road bomber. 

The shift lever geometry is such that it 
isn’t necessary to move the foot off the peg 
to change gears in either direction. Travel is 
3.5 inches on a six-inch radius. The huge 
rear brake pedal is level with the footrest, 
which makes it extremely easy to use repeat- 
edly without calf-cramp. 

With the advent of night some of the joy 
faded. A G.E. 40/45 watt sealed beam head- 
light is fitted to the Phantom, but there is 
evidently some problem with supplying 
enough current with the six-volt system. The 
headlight will not operate until the engine is 
running and even then the lumens are few 
and far between. And the headlight’s dim- 
ness is matched by that of the instruments. 
When we got over to the freeway it was nec- 
essary to wait until a street lamp came along 
to see between which seven-mile-per-hour 
group of numbers the speedometer needle 
was wobbling. 

With many machines, the freeway’s ex- 
pansion joints create a numbingly regular 
beat in the suspension that is particularly 
irksome. With the Benelli’s stiff springing, 
which was the source of the pleasant non-os- 
cillatory ride in the hills, we were afraid that 
the freeway seams would beat us to death. 
But hard seat and all, the Phantom was 
much smoother over the same route than 
some of the big touring bikes. The very light 
wheels and resultingly low unsprung weight 
had a lot to do with this surprise. 

Both brakes worked powerfully time after 
time in the mountains. The rear one is iden- 
tical to those having a built-in shock absorb- 
er for the drive chain (which have been used 
on many Italian lightweights for years). A 
twin pair of single-leading-shoe backing 
plates gives the front stopper 42.4 square 
inches of lining area. The cables from the 
double-sided brake join in a junction box un- 
der the headlight and a single cable goes up 
to the lever. Quite heavy hand pressure is 
required to make the brake work hard but 
the braking action is entirely predictable and 
fade is not a problem. Both brakes operate 
the stop light. 

We had felt that the Phantom’s engine 
was a little short on power while we were 
tooting through the hills, but the handling 
and brakes were so good that we were not 


prepared for the bad news that came from 
the drag strip. Winging the throttle wide 
open and slamming the clutch out at 7,500 
rpm induces the Phantom to slog disconso- 
lately off the line, and from there on out it 
casually strolls down toward the lights. A 
best elapsed time of 16.81 seconds at a ter- 
minal speed of 76.6 mph caused us to look 
inside the engine to see if anything was 
wrong. The ignition timing was spot on, 
both spark plugs showed healthy mixture 
residue, and both cylinders pushed the com- 
pression gauge up to 145 psi readings at 
kickstart speeds. Then the cylinders were 
unbolted and the evidence was laid bare. 
The ports are very small and their open du- 
ration is short. The exhaust port timing al- 
lows the power peak to occur at 7,200 rpm, 
which is in the ball park, but the tiny 22mm 
carbs just won’t supply enough air to feed 
the hungry cylinders. The exhaust port on 
the Benelli occupies barely 42.5 per cent of 
its 47mm stroke and the corresponding fig- 
ure for a 250cc Yamaha twin is over 47 per 
cent. Benelli’s transfer ports are open for 
19.57 per cent of stroke and Yamaha’s are 
open 27.7 per cent. The Yamaha has 28mm 
carburetors. So you can see that the Benelli’s 
engine characteristics are purposefully mild. 

Finish detail and construction hardware 
are both excellent on the Phantom. High 
tensile strength alloy steel bolts with rust-re- 
sisting cadmium-plated skins are universally 
used on the whole bike. Both suspension as- 
semblies are made by Marzocchi, and they 
are among the best that can be had. The 
paint and chrome are both good and the 
bike even has stainless steel fenders. The 
only questionable items we saw were the 
painted spokes, which, without care, will 
rust in time. Our bike came without turn 
signals or mirrors, though we don’t know 
how they are delivered to dealers across the 
country. Both items are required by law in 
many states this year. 

For most riders the lack of an automatic 
oil injection system will be a major deter- 
rent. It is really a hassle to screw around 
with a container of oil each time you pull 
into a service station, which is every hun- 
dred miles for the Phantom. The mounting 
lugs for an oiling system are cast into the 
cylinders and cases of the Phantom, but 
there is nary a sign of a tank or pump. It is 
unfathomable how a manufacturer in this 
day and age could repeat the same mistake 
which killed such nice street bikes as the 
Bultaco Metralla. No oiler: no sale. 

And the Phantom strikes again for a wal- 
loping $939, plus shipping charges from 
Philadelphia, plus dealer setup fee. The 
Yamaha 250cc six-speed RD 250 will cut a 
15.15 quarter mile at 85 mph and goes for 
$759 POE. A 500cc Suzuki Titan, which has 
oil injection and which will cruise at the 
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Phantom’s top speed, will set you back $969 
POE. With its $939 price, the Benelli needs 
a lot going for it to justify its premium tag in 
the cost-conscious 250 class. 

In summation the Benelli Phantom han- 
dles, corners, and stops superlatively with its 
present power characteristics, and it sells for 
about $160 more than its counterparts. If it 
acquires competitive horsepower and an au- 
tomatic oil injection system the Benelli 
might be a viable addition to the fiercely 
competitive 250cc street sporty-bike market. 
As we tested it, the bike is a pleasant enough 
alternative for the guy who wants a sound 
motorcycle that is different from the others 
and doesn't mind paying the price in dollars, 
fueling convenience, straight line perform- 
ance, and parts and service availability. 
Good as it handles and sharp as it looks, 
though, bikes like the Suzuki 250 and Yam- 
aha 250 make the Benelli and all its de- 
mands more trouble than the package is 
worth. © 








BENELLI 250 PHANTOM 


Price, suggested retail East Coast, POE $939 
Tire, front 3.00 in. x 18 in. Pirelli MT 76 
| T a, ? 3.25 in. x 18 in. Pirelli MT 53 
| Y ine rl Y N Brake, front 0.95 in. x 7.1 in. (x2) 
| A, > pr A E A Si. 1.15 in. x 6.25 in. 
Brake swept area 
Specific brake loading .... 6.25 Ib/sq. in., at test weight 
Engine type Piston-port two stroke twin 
Bore and stroke 2.162 in. Xx 1.850 In., 
56mm x 47mm 
Piston displacement 14.1 cu. in., 231.4cc 
Compression ratio 10.6:1 Nominal 
Carburetion 2; 22mm; Dell’Orto 
Standing 's-Mile +> Air filtration Dry paper micronic 
Ignition Battery and Coil 
Mph/1000 rpm, top gear 
Fuel capacity 
Oil capacity 
Lighting 6v, N.A. watts 
Battery 6v, 9 ah 
Gear ratios, overall 11,20.1123718.1818),922 
(4) 7.41 (5) 6.21 























Wheelbase 

Seat height 30 in., with rider 
Ground clearance 7 in., with rider 
Curb weight 308.8 Ibs., with full tank of gas 
Test weight 468.8 Ibs., with rider 
Instruments Speedometer, Tachometer 
Sounallevel, Calif- Std. „nr. naeh 84.5 dB(A) 
Standing start % mile 16.81 seconds 76.6 mph 
0 SECONDS 10 Top speed 85 mph (est.) 
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Its a Bird... 


© The bright red little bike blarped along 
very nicely. A crisp late-autumn sun made 
for a pleasant day. He was quite pleased 
with his purchase. He had just bought the 
tiddler for 25 bucks from a guy who had it 
in his basement for the last 15 years, and 
was on his way home with it. 

Buzzing down the road with a big smile 
on his face he was thinking what a hell of a 
kick he was getting out of riding this ma- 
chine. It was all of 73ccs and as light as a 
heavy bicycle. He had had one just like it 
years ago. This time it was no less of a fun 
thing to ride. He had about another 10 
miles to go and was beginning to feel as 
though he might giggle all the way home. 

He was thus lightheartedly wending his 
merry way when the bird buzzed him. It 
alarmed him. Shook him out of his glow- 
ing reverie. The bird had come from be- 
hind and swooped, claws clattering across 
the top of his helmet. From behind his yel- 
low-tinted face shield he watched the dive- 
bomber speed ahead and climb to the 
right. Two cars passed in a great hurry to 
get somewhere fast. 

“Cuckoos,’ he thought aloud of both 
the cars and the bird as he tootled along at 
a blistering forty-per. He was just settling 
back into his happy mood when the bird 
blitzed him again. He began to think of 
how birds could down a jet by flying into 
its intakes. Fortunately, his had an air 
cleaner. Of course, if the creature flew into 
him from the front it would deliver quite a 
wallop. The dumb bird was becoming a 
worry. 

So it was after the bird made its third 
run that he decided to pull off the road. 
He’d wait until the feathered fighter-bomb- 
er went away. Finding a nice spot he 
stopped, put the bike on its stand and sat 
down on the grass. He took off his helmet. 
His hand shielding his eyes from the sun- 
glare, he scanned the sky for any sign of 
the bird. He spotted it. 

The bird was circling hawk-like just 
overhead at about 300 feet. It was too high 
to tell what it was, and he had not had a 
chance to take a good look during its pre- 
vious strafing runs. It was obviously too 
small to be a vulture and he noted that it 
looked too fat to be a hawk. And it didn’t 
come down like a predatory bird. It did 
not plummet, but swept down in easy cir- 
cular legs. Here it comes again, he 
thought. 

The bird landed a few feet away from 
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where he sat. Now he could see that it was 
not a dangerous sort, but a pigeon. It ap- 
proached him slowly, only its head poking 
up out of the deep grass. He had never 
been stalked by a pigeon before, and was 
fascinated by the notion. He sat as still as 
he could to give the bird every chance to 
satisfy its curiosity, or whatever it wanted 
to satisfy. It came closer and closer, turn- 
ing its head from left to right, the better to 
use its side-mounted eyes. It did not seem 
to be overly cautious, the reason for which 
became clear when it tried to settle on top 
of his helmet. He could then see that the 
bird’s legs were banded. It belonged to 
somebody, somewhere, whose registry 
number was embossed on the aluminum 
band. The pigeon could not stand on the 
helmet. It was too slippery. It tried to sit 
on it but slid off. It was as though the bird 
thought the helmet was a giant egg it had 
to hatch. It made another attempt to perch 
on the helmet. Unsuccessful, it delivered 
the head gear a mild peck and headed in 
the direction of the bike. It looked up at it, 
and then, with a flutter, was standing on 
the seat. There, it surveyed the tank. It 
turned and went aft, where it discovered 
the cardboard carton lashed to the tiny 
carrier. The top was open, so it hopped in. 

The bird likes spare parts, he thought. 
Whatever the bird liked, he knew he 
couldn’t wait all day for the creature to 
take off. He would have to shoo it off and 
head-on home. He put ori his helmet and 
approached the machine. When he could, 
he saw that the pigeon had settled in the 
box on top of the few spares. It was not 
alarmed by his coming near. He waved his 
arms. The bird did not stir. He hooted. 
This had no effect either. Well, he figured, 
the sound of the motor would drive the 
thing away. He swung his leg over the sad- 
dle and swung the starter pedal. A glance 
back told him what he had begun to sus- 
pect: the pigeon was not about to take off. 

“Well,” he addressed the bird, “I’m go- 
ing home.” He snicked into first and was 
on his way. The pigeon did not stir. 

Coming into the driveway, he could see 
the lady of the house busy at her chores. 
She was washing the porch-side windows. 
He stopped adjacent to the steps giving her 
a buzz on the klaxon. 

“Look what I’ve got,” he called out. She 
turned slowly, dropping the wet rag into 
the bucket. Wiping her brow with her 
sleeve she came to the balustrade. 


“What is it?” she asked with a touch of 
weariness. 

“Tt is a Moto Guzzi Cardelino,” he re- 
plied, shaping the words carefully. 

“Tt looks more like a pigeon to me” she 
said, leaning on the railing. 

“Oh, that,” he said remembering the 
bird in the back. “Yeah, you might say it 
was a carrier pigeon,” he continued pun- 
ningly. “It sort of followed me home.” 

“Not into my home,” she ruled firmly, 
but not in time to keep the bird from flying 
in the open door. “Oh crap,” she ex- 
claimed accurately as her blocking attempt 
drove the pigeon deeper into the house. 
“Now what will we do,” she asked. “Get it 
out! Out!” 

“I guess we will go inside and see what 
the bird is up to,” he replied. “Then we 
can try to figure out what to do.” 

Inside, they found the thing wandering 
through the living room. No amount of 
shooing would drive it away. 

“I think it’s a homing pigeon,” he said 
observantly, as she tried to scare it out. 

“But it’s got the wrong home,” said she, 
“and it’s got to go. Do something.” He 
suggested they call the ASPCA, and she 
indicated that the telephone was in exactly 
the same place where he had seen it last. 
The bird was still exploring. 

When he got off the phone, he reported, 
“The man said we have a problem.” 

“I know that,” she said, “but what did 
he say we should do about it?” 

“He said we should get it out of the 
house before dark, because it will want to 
roost for the night. Outside of that, he said 
we could feed it and maybe it will leave in 
the morning.” He paused. “But maybe I’ve 
got a better idea.” 

“You’d better have,” she said crossly, 
“Look what it’s doing on the rug!” 

“Yeah,” he said going out the door. In a 
moment he had returned, riding the bike 
through the kitchen door. He stopped near 
the pigeon. He waited while the bird gave 
him and the machine a thorough eye-ball- 
ing. Then, as he had hoped it would, the 
homer fluttered up and nestled down in 
the parts carton. Without explanation he 
quickly drove out the back door and away 
from the house. 

Dusk was near as he puttered up Char- 
lie’s drive. “Hey Charlie,” he yelled as his 
friend came out on the porch to greet him, 
“Look what I’ve got!” 

—Mike Shuter 
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Inside jacket, elastic bands hook together, sealing off drafts. 
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The snap and Velcro fastener combination permits a firm grip at the neck. 
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THE FULL BORE 
RIDING SUIT 


BY DAVE HOLEMAN 





e Cooler autumn nights signal the approach 
of winter. For dirt riders this means water- 
proofing boots, applying a new coat of wax 
on the Barbour suit hanging in the garage 
and digging out the wool socks and long- 
johns. Street and road riders have not had it 
as well. Only in the past few years has at- 
tractive, durable and functional road riding 
apparel become readily available. 

The Full Bore riding suit is the most pro- 
fessional domestically produced motorcycle 
road and street apparel we have yet seen. 
The fabric that makes up Full Bore’s suit is 
called Trailex, and it’s their registered trade 
mark. The outside wind-resistant material is 
woven tri-lobe nylon; it has such a high- 
gloss finish that it glistens sharply in the 
rays of the sun. There are six colors to pick 
from: gold, light blue, dark blue, red, white 
and orange. Later this year yellow is sched- 
uled as another color addition. Both pants 
and jacket are inner-lined with smooth wo- 
ven tricot rayon. The suit is light in weight, 
but it feels bulky due to the thick layer of 
porous insulating foam that is sandwiched 
between the inner and other fabrics. 

Insulation from the cold and protective 
coverage acquired with the trouser-and- 
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jacket combination are enough to keep a rid- 
er warm in sub-freezing weather. The Cycle 
staffers have spent hours of riding time 
wearing Full Bore suits in freezing weather 
(where the chill factor brought temperatures 
down between -6° and -21° Fahrenheit) with- 
out suffering discomfort. 

Insulation of the jacket is so good that a 
rider can roast in hot weather. This has been 
taken into consideration by Full Bore; the 
jacket opening is secured with either a zip- 
per or snaps. When the temperature rises 
above 75° the zipper can be opened and the 
snaps can be used to close the jacket, permit- 
ting air to circulate around the rider’s chest. 
Full-flow ventilation is acquired by opening 
the horizontal vent across the back of the 
jacket. The sleeves have three snap locations 
for sealing or venting around any wrist. 

There’s an abundance of pockets in the 
jacket. Two outside pockets have a combina- 
tion zipper-and-snap seal. Two additional 
pockets are located inside the jacket and 
have single snaps. Located at mid-waist is an 
elastic band that seals the chest and back 
from cold drafts. : 

Two split-up-the-side leg halves make up 
the pants. Velcro straps are located on either 
side of the elastic waistband and these are 
used to cinch the pants up on the rider. To 
facilitate slipping the pants over boots or 
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shoes, each leg has an upper and lower zip- 
per handle that can meet at any point from 
top to bottom. Two snaps are located at the 
bottom of the legs to complete an atmo- 
spheric seal. 

The woven nylon fabric is vulnerable to 
stains from insects, spilled food or drink, or 
oil flung from the rear chain. Cleaning fluids 
might remove some stains, but it's possible 
that spot removers could damage the foam 
insulator. Dry cleaning is the safest and 
most efficient process to remove stains. 

The suit is resistant to light rain, mist or 
fog for about 30 minutes. But the suit is not 
waterproof, and the rider will get damp if 
subjected to a driving rain or lengthy expo- 
sure to moisture. Applying Scotchgard peri- 
odically to the outside surface would im- 
prove water resistance. 

The woven rayon liner inside the collar is 
abrasive to those who grow beard stubble on 
their neck. A piece of cotton towel comes in 
handy as an anti-abrasive insulator when 
placed between the collar and throat. 

The outside surface is as durable and 
scuff-resistant as any consumer fabric avail- 
able. It is also heat-resistant enough to not 
burn or melt on a hot exhaust pipe unless 
held to the surface for more than a few min- 
utes. Waterproof panels are located both in 
the knees and the seat of the pants to resist 
leakage when bending stress spreads the wo- 
ven fabrics apart. 

The Full Bore suit is made exclusively for 
motorcyclists—not as a compromise be- 
tween riding apparel and evening dress at- 
tire. It’s bulky, makes walking cumbersome, 
and is uncomfortable to wear indoors. The 
quality of workmanship is tops, and the level 
of protection and cold-weather warmth can 
take the sting out of winter road riding. The 
jacket sells for $59.50; the pants go for 
$45.50; the whole suit retails for $98. Sizing 
of the pants and jacket is large, to facilitate 
wearing under-garments comfortably, so 
don't let the large sizes fool you. © 
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Unzipping the back flap, and snapping up the front The inside pockets snap shut. The elastic waistband 
allows flow-through venting. retracts out of the way when not used. 





Outside snap and zipper handle are large enough to This has to be the easiest way out of riding pants. 
operate with gloves on. The pants have no pockets inside or out. 
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e By mid-February 1973, at least a cou- 
ple of dozen new water-cooled Yamaha 
TZ 350s had been delivered to shops 
around the country and were being pre- 
pared for Daytona. You could have 
walked into any of those shops at any 
stage in the preparation process without 
finding substantial differences in the de- 
tails of the work being done. Most of the 
effort expended was being devoted to en- 
gines, and most of the engine work in- 
volved nothing more elaborate than mi- 
nor surgery to correct casting flaws and 
mismatched edges in the ports. None of it 
would have been unfamiliar to anyone 
with experience in the preparation of 
two-stroke engined competition bikes ex- 
cept the mundane business of fitting fair- 
ings—an activity filled with fiberglass 
dust and itching which the motocross 
brigade happily avoids. 

But if the pre-Daytona work per- 
formed was virtually identical, the ob- 
servable result of those labors was not. 
All of the TZ 350s were motoring around 
in Bill France's sandbox rather rapidly, 
but some were vastly more rapid than 
others. As expected, Kel Carruthers” 
Yamahas absolutely flew, giving away lit- 
tle in sheer speed to the best 750cc Ka- 
wasakis and Suzukis. Also expected were 
the grumbled complaints from the lowli- 
er privateers, some of whom swore that 
the TZ 350 just naturally wasn't as fast as 
last year’s air-cooled Yamaha 350 and all 
of whom seemed convinced that Carruth- 
ers’ contract with Yamaha International 
gave him access to Trick Stuff malicious- 
ly being withheld from everyone else. 

Such talk may have made the privateer 
tuners feel better about themselves, if not 
overly optimistic about their prospects 
for success in the contest at hand, but it 
almost certainly had no foundation in 
fact—and it was self-defeating to the ex- 
tent that it obscured the truth. And in 
truth, the real advantage Carruthers en- 
joyed was in the lavish stock of spares 
provided by Yamaha, a first-rate team of 
riders, and especially in his own solid 
skill as a tuner. 

After handcrafting a number of genu- 
ine Daytona disasters in years past, I am 
not much inclined to claim solid tuner’s 
skills. Even so, the Yamaha TZ 350 I 
prepared for Jess Thomas here in Cycle’s 
shop was one privateer entry that gave 
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Come on now, admit it: a lot of you who might be fresh to 

the sport of motorcycling already have the beginnings of a big, 
mangy rat growing in your souls whose name is Racing and who 
feeds on speed. What follows will help you spend more time 

on the track and less time staring at melted pistons, seizure 
streaks, twisted connecting rods and blown head gaskets. 
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away nothing in pure speed to Kel’s 
semi-works Yamahas and may even have 
been a trifle faster: the Cycle TZ 350 was 
pulling slightly taller gearing than even 
Carruthers’ own bike, but then he may 
have been giving away top end in the in- 
terest of infield acceleration. The point 
here is that Cycle’s entry was operating at 
horsepower parity with the Yamaha-sup- 
ported stuff, and that this was done with- 
out recourse to special hardware. 

Indeed, not only did we prepare the 
Cycle TZ 350 without Trick Stuff, we 
had no spares of any kind until the prep- 
aration process had been completed. For 
most privateers that would have been a 
handicap; for us it was a positive advan- 
tage. When you have no spares for your 
new zoomer and must face the possibility 
that they may be in short supply even 
after becoming nominally available, there 
is compelling reason for restraint in all 
the details of preparation. Considering 
the fact that simple lack of restraint has 
so often been my downfall in years past, 
it does seem likely that having it forced 
upon me by circumstance was, on bal- 
ance, a good thing. 


That no trick hardware was made 
available to us should not be taken to 
mean we had no advantage over other 
privateers. Motorcycle magazines’ staff- 
ers are perfectly situated to learn some- 
thing new and/or useful every day, and 
those of us who care about high-output 
two-stroke engines can easily collect a 
wealth of related information. Special 
hardware all too often does not even 
work in the application for which it is 
intended, whereas good information is 
applicable in every endeavor from road- 
racing to motocross. 

If nothing else, my contacts with pro- 
fessional engineers have saved me a com- 
mon tuner’s error, which is to think that 
the slide rulers are either indifferent or 
stupid. Few are, and it is possible to im- 
prove upon their handiwork only because 
the scope of the engineers’ activities is 
confined by a couple of realities. First 
there is the matter of manufacturing cost, 
which forbids the application by factories 
of the laborious manual matching of 
port/manifold joints and such. Racing 
parts, just like those intended for ordi- 
nary touring applications, have to be 
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mass-manufactured to plus/minus toler- 
ances, and it is inevitable that tolerance- 
stack mismatches do occur. Second, the 
factories’ development engineers must al- 
low for the fact that most race-bike cus- 
tomers aren’t gifted tuners, a situation 
which makes the engineers disinclined to 
build ragged-edge engines. 

Experience may have taught factories 
to take a dim view of the average tuner; it 
has taught us to keep a close eye on the 
factories. However brilliantly the engi- 
neers may have done their work, it all 
goes for naught on a Monday morning 
when the guys on the assembly line suffer 
from hangovers. Mistakes are made and 
the worst of them seem to be reserved for 
racing bikes—perhaps because the pro- 
duction run is too brief to properly train 
the workers. You are more likely to find 
assembly errors in production racers than 
in their touring equivalents; in conse- 
quence the first stage of racing prepara- 
tion is to take the machine apart for close 
inspection. That's how we started the 
process with our TZ 350. 

Along with the expected nubbins and 
ridges inside the engine's ports, it was 
discovered that the transfer tunnels in the 
cylinder block didn't begin to match the 
transfer troughs cast into the upper 
crankcase half. The reason? Yamaha uses 
the same crankcase castings as in the 
street-going RD 350, which has separate 
cylinders and is somewhat pinched for 
transfer tunnel area between the two air- 
cooled cylinders. Casting the water- 
cooled cylinders in a single block allowed 
the inner transfer passages to share a sin- 
gle separating wall, and they could there- 
fore be very perceptibly enlarged. En- 
largement there also permitted increases 
in the size of the outboard transfer pas- 
sages. There obviously was no direct, me- 
chanical restriction on the size of these 
outer transfers. The restriction stemmed 
from the need for symmetrical flow pat- 
terns inside the cylinders, which required 
a matching symmetry in the size and 
shape of the transfer passages. Thus the 
crowded condition between the air- 
cooled Yamaha’s cylinders dictates the 
form of all its transfer ports. 

Those ports are larger in the water- 
cooled TZ 350, and have a better shape. 
For that reason, even though enlarging 
the air-cooled engine's transfers does pay 
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power dividends, I confined myself to just 
smoothing casting flaws inside the transfer 
passages and trimming the crankcase trans- 
fer troughs to match. My feeling in this is 
that Yamaha (and most other manufactur- 
ers) can cast better port shapes than I can 
carve. Only when something is clearly the 
creature of manufacturing convenience 
should substantial amounts of metal be re- 
moved. One such area was an abrupt step in 
the exhaust port spigot where the cast sur- 
face ended and the machining began. This 
step appeared to be the result of expediency 
rather than planning, and it is generally ac- 
cepted that any abrupt changes in cross sec- 
tional area in exhaust ports create sharp sec- 
ondary reflections tending to spoil the pow- 
er-augmenting wave activities generated by 
expansion chambers. Another area of re- 
shaping was at the ribs separating the main 
transfer ports and the boost ports. These ribs 
are squared off in the machining of the cyl- 
inder base, and most of the people who pre- 
pare racing Yamahas trim the divider ribs to 
a knife edge. That almost certainly is the 
wrong approach: knife-edges are fine in su- 
per and hypersonic applications, but flow 
rates at the transfer passage entry are sub- 
sonic, and.a rounded shape like that of a 
light aircraft’s vertical stabilizer seemed 
more appropriate, so that’s what I use. 

Gross irregularities are easily detected, 
but the workers who build these racing ma- 
chines are diabolically clever in hiding 
small, nasty mistakes. You’ll become posi- 
tively paranoid after preparing a few new 
racing engines and encountering transmis- 
sions unaccountably shimmed to give only 
partial gear engagement, tight and dry oil 
seals, piston rings installed inverted and/or 
with their end gaps too narrow or too wide, 
and sundry other such surprises. Yamaha’s 
machines are somewhat less likely to have 
these built-in traps than those of most oth- 
ers, but even Yamaha isn’t perfect. If it’s 
perfection you want, you should be willing 
to give time for the complete tear-down and 
reassembly process. 

One of the most important items in the 
preparation of a racing two-stroke engine is 
one that a factory would find almost impos- 
sible to handle in advance of delivery to the 
customer. Two-stroke racing engines have 
very wide exhaust ports and their rings 
bulge out into those ports every time the pis- 
ton sweeps down to bottom center. The 
rings would be broken on the next upstroke 
but for the shallow chamfers ground around 
the port windows. These chamfers ease the 
rings back into their grooves and should be 
(but never are) completely free of snags and 
rough spots. Careful tuners will smooth 
away any sharp edges with fine-tooth tool 
makers’ files and polish the chamfers with a 
very fine grade of emery cloth. Chromed- 
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bore cylinders, like those in the TZ 350 en- 
gine, present a special problem because the 
chromium plating is very thin, and the cylin- 
der will be ruined if the underlying alumi- 
num is exposed. When working with 
chromed cylinders, use fine emery cloth— 
or, better still, round-section jewelers’ 
stones—and just polish the chamfers. Give 
particular attention to the edge between the 
cylinder wall and the chamfer, as a sharp 
ridge of chromium builds up there during 
the electroplating process. This ridge is not 
entirely removed in the subsequent precision 
grinding operation. 

Even though the exhaust port is the most 
likely to suffer ring snagging, this can also 
occur in the transfer ports, and those cham- 
fers should also receive close attention. And 
you will usually find that a few small spots 
will have eluded your searching eyes and fin- 
gers. These invisible snags will reveal their 
presence in the scratch marks you’ll see on 
the rings after the engine has been run hard 
a few minutes. You then will know where 
the port window chamfers need added atten- 
tion, and although perhaps a half-dozen full 
cycles of running, checking and polishing 
may be required to get things perfect, the 
results are worth the effort. Do it right and 
the rings will retain a nice, clean sealing face 
many times longer than otherwise would be 
the case. 

Racing two-stroke engines are very sensi- 
tive to ring sealing. Blow-by drops power 
output by diluting and heating the fresh 
charge down in the crankcase, and blow-by 
is directly responsible for almost every in- 
stance of piston seizure. People more or less 
assume that seizure occurs when overheat- 
ing causes a piston to expand until it is effec- 
tively larger than the bore itself, a press fit. 
Investigation has shown that not to be the 
case. Indeed, so long as the piston skirt is 
adequately lubricated, seizure will not occur 
at all, though the pressures created by ther- 
mal expansion may be so high that the 
whole piston may deform. Unhappily, the 
piston deformation often includes a vertical 
smearing of metal around the ring groove, 
and that in turn locks the ring so that it loses 
its ability to seal. When that happens the 
high-temperature combustion gases are free 
to blow down past the piston skirt, which 
scorches away the oil film, and piston sei- 
zure follows that breakdown of lubrication. 

The mechanism of piston seizure being 
what it is, it becomes clear that the device 
most often employed as a countermeasure— 
larger piston/cylinder bore clearances—is 
likely to make the problem worse rather 
than better. A loose-fitting piston is apt to 
rock too much to allow the ring to seal de- 
cently, and it offers an unobstructed path for 
any high temperature gases that force past 
the ring. Piston clearances in the TZ 350 en- 


gine are only .040-.045mm, or less than 
.002-inch, and this Yamaha is neither as fast 
nor as reliable when its pistons are a looser 
fit. Of course, it is water-cooled and has alu- 
minum cylinders with an expansion rate 
very near that of its pistons, and engines 
with air cooling and/or iron cylinder liners 
need more clearance for their pistons— 
though often not as much as they are given. 

While on the subject of pistons, seizures 
and the like, I will confess to being appalled 
at the average two-stroke tuner’s passion for 
economy in the amount of oil fed his en- 
gines. Nearly 10 years ago I learned from a 
professional engineer that his firm’s power 
certification tests were run using a 10:1 gas- 
oline/oil mixture, and he added that they 
might go to even higher percentages of oil if 
magnetos and spark plugs capable of firing 
such rich mixtures became available. He ad- 
mitted that rather less oil was desirable un- 
der actual racing conditions, because of plug 
fouling problems with the 10:1 mix, but in- 
sisted that maximum performance was ob- 
tained with the largest percentage of oil the 
plugs would tolerate. Subsequent experience 
and further investigation have convinced me 
that he was absolutely correct, and it’s now 
my practice to feed any two-stroke racing 
engine as much oil as its ignition system and 
spark plugs will handle. Any doubts I may 
have had about the wisdom of this approach 
were resolved by more recent data obtained 
with elaborate instrumentation: test results 
clearly showed that cylinder wall and piston 
temperatures are elevated as the percentages 
of oil coming in with the fuel are reduced, 
and the engine cools as more oil is added. 
Power output follows closely the tempera- 
ture changes, but in inverse ratio of course. 

It should be noted here that oil-test proce- 
dures, whether the samples tested vary in 
kind, percentages added to fuel, or both, 
must include carburetor adjustments to give 
maximum power with each individual sam- 
ple. That is to say, you cannot use the same 
carburetor jetting to test Brand-A against 
Brand-B, or the merits of a 15:1 fuel/oil 
mixture against one mixed to 20:1 propor- 
tions, and then expect that the results will 
have any validity. This aspect of such testing 
is often overlooked in individual efforts to 
determine which oil, or mix ratio, represents 
the optimum. 

Outside the cylinder bores, the engine will 
like a fairly high-viscosity oil. Rolling-ele- 
ment bearings employed in these engines are 
relatively indifferent to the amounts of oil 
they receive, but they are sensitive to oil vis- 
cosity. Bearings of this kind last longer when 
fed a trickle of 50-weight oil than when del- 
uged with 20-weight. Sadly, in this regard, 
the bearings and piston rings are in funda- 
mental disagreement. Heavy oils extend 

(Continued on page 85) 
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e Lightest 100cc built 
° Unique cushion drive hub 
e Full floating rear brake 

e 5 speed transmission 

e Automatic oil injection system 

e Adjustable hydraulic suspension 

e Primary kick start l 

e Wide tread tires with triple-laced rims 
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A Honda has more gadgets and gizmos. 


Everyone is better 

















AYamaha is less expensive. 
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But nothing in 


the world 


handles 


like the Iriumph. 


Nothing, 


(And isnt handling what motorcycling is really all about?) 


Almost every bike has an advantage 
or two over some other bike. 

One may get you from zero to sixty 
a fraction of a second sooner than another. 

Others may have fancier dials or 
switches that buzz and lights that blink. 

Some machines shine more than 
others, some start with less effort and some 
carry lower price tags. 

And so on. 

The Triumph has its advantages 
too. Many people think that it's the most 
beautiful machine on the road. A perfect 
blend of form and function. 

But the most beautiful thing about 
it can't be seen. It must be felt. 

The feature we speak ofis handling. 

Nothing on the face ofthe « 
earth handles like the Triumph. 


“Handling you can bet your life on.” 
That's how Cycle magazine describes it. 

But handling can be an intangible, 
invisible quality to the average enthusiast 
who might not be enough of a rider to 
notice the subtle differences that make the 
Triumph a truly superior machine. 

The expert, on the other hand, 
values handling above all other qualities. 
He doesn't choose his bike for features he 
would like to have but doesn’t need. 

The expert realizes what riding is 
really all about. 

And the expert is the man we build 
the Triumph for. 


Awhole different feeling. 
































The amazing history of the 
now famous Hodaka. .. and 
how a handful of cycling 
enthusiasts with faith im an 
idea produced one of the 
greatest motorcycles the in- 
dustry has ever seen. 
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| Get "The Hodaka Story" . . . | 
Send 25c to 

| HODAKA MOTORCYCLES, Suite B, 1173 

| Sherman Road, Athena, Oregon 97813. | 
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Newsline 





Stock Out of the Box 





Dyno-Guard: Cycle Service Center has an- 
nounced their new Dyno-Guard safety ac- 
cessory, now available for the 903cc Kawa- 
saki Z-1. 

Dyno-Guard provides maximum protec- 
tion for the rider and easily damaged en- 
gine components such as crankshaft, dyno 
assembly and dyno cover. In addition, it is 
designed to enhance the looks of the four- 
cylinder Kawasaki engine. Its unique 
tucked-in design offers two significant fea- 
tures—no restriction of air flow to vital 
cooling fins and the impossibility of getting 
stuck in tight traffic situations. 

For maximum strength, Dyno-Guard is 
manufactured from one-inch 14-gauge 
steel tubing. Its high quality chrome plat- 
ing insures the retention of Dyno-Guard’s 
deep luster for the life of the bike. 

Available for the Honda 750 and 500 
Fours, more information can be obtained 
about Dyno-Guard from your dealer or by 
writing to Cycle Service Center, Box 799, 
Chelsea Station, New York, N.Y. 10011. 
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Pennzoil Lube: The Pennzoil Company 
has announced the development of their 
new high performance lubricant—Pennzoil 
High Performance Gear Lube 4096. 

Pennzoil Gear Lube 4096 is an SAE 
85W-90 multi-purpose limited slip lubri- 
cant, designed to give greater protection to 
high-performance, close tolerance trans- 
missions, as well as conventional automo- 
tive gear boxes and differentials. 

For more information, contact the Penn- 





zoil Company, Gear Lube 4096 Division, 
P.O. Box 808, Oil City, Pa. 16301. 
CIRCLE NO. 2 ON READER SERVICE PAGE 


Freedom: That's what this new cable lub- 
ing set is aptly named. There are two parts 
to the set: an injector clamp and a pressur- 
ized can of cable lube. The clamp is in the 
form of a small hand vise with silicon rub- 
ber jaws. The rubber is molded with three 
diameter ranges to fit all sizes of outer ca- 
bles. To use the injector, the cable is un- 
hooked from its lever or grip (many throt- 
tle cables can be left in place) and fitted 
into the proper size part of the rubber seal. 
Then the clamping screw holds the cable in 
place and seals the outer and inner cables, 
leaving an opening between them. A small 
hole in the silicon rubber seal opens into 
the chamber where the inner and outer ca- 
bles meet. After the pressure can is shaken 
well to mix the molybdenum disulfide, 
graphite, and Teflon ingredients the nozzle 
is inserted in the injector and the lubricant 
is forced through the entire cable. 

Master Carbide Co., 13930 Stansbury, 
Detroit, Michigan 48227, is selling the set 
for $5.98 postpaid. 
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Touring Yamaha: For Yamaha 750 tour- 
ing buffs, Yamaha offers a new five-gallon 
gas tank, and a new custom-designed tour- 
ing seat. The combination is called the TX 
750 Touring Seat and Tank Set. 

Its five-gallon tank will provide longer 
periods between fill-ups. The tank is fin- 
ished in a primer coat so that you can do 
your own painting. The seat is somewhat 
longer than ordinary seats to give more 
comfort. The seat and tank are designed to 
only be used together. Installation is easily 
accomplished using only existing mounts 
and bolts. 

The Yamaha TX 750 Touring and Tank 
Set is now on sale at all Yamaha dealers. 

CIRCLE NO. 4 ON READER SERVICE PAGE 


FATE AWARD 

The Fickle-Fated Finger Award goes to 
the July, 73 Newsline. Foster Grant’s 9243 
goggles are priced at $9.00 and their C 201 
model is priced at $12.00 not $3.00 as erro- 
neously printed. Newsline’s apologies to 
Foster Grant. 

(Continued on page 88) 
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Nati cro menthol. 
«Rich natural tobacco taste. 
No harsh, hot taste. 


© 1973 R. J. REYNOLDS TOBACCO CO. 


Warning: The Surgeon General Has Determined 
SUPER KING: 21 mg.“tar", 1.5 mg. nicotine, 


That Cigarette Smoking Is Dangerous to Your Health. 
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Cat Fora Country Road: 
A Streetable Manx Norton 


e To Those Who Know the ultimate cafe 
racer is the British single, and the ultimate 
British single is the Manx Norton. Built 
solely for Grand Prix roadracing, the Manx 
was a fire-breathing, all-out racing machine. 
The people at Norton never dreamed that it 
would ever be seen on city streets. There are 
few, very few Manx Nortons that are seeing 
a second life as street machines. This article 
is about one of them. 

The origins of the Manx go back to the 
late 1920s when Norton designed a high-rev- 
ving dohc single. As was common with rac- 
ing engines of the day, the new model had 
exposed valve stems and springs. The clutch 
and primary drive were also exposed and lu- 
brication to both assemblies was total loss, 
with the oil eventually winding up on the 
road or the rider. 

Through the following decades Norton's 
competitors brought out exotic models 
which came and went but the Manx en- 
dured, winning more Grand Prix events 
than most of the others combined. In later 
years, the big single lacked the power of the 
many-cylindered competition—but it was 
still winning some major races when discon- 
tinued in the early Sixties. 

The Manx was Everyman's Racer. The 
top riders rode highly modified models. The 
poor clubmen used standard models and 
struggled to replace parts. Until parts be- 
came scarce (up to $80 for an exhaust valve) 
the Manx was an immensely practical ma- 
chine to race. Its relatively simple design 
and hearty construction often made it possi- 
ble to race for a whole season on a single 
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rebuild. And the Manx had tremendous 
crash resistance because the major and most 
expensive parts were enclosed in the mas- 
sive, heavy, and extremely rigid double-loop 
“Featherbed” frame. There is a great deal of 
lore and legend about that magnificent 
frame. Some of it is true. It is without a 
doubt one of the heaviest racing frames ever 
made. The tubing is of large diameter, with 
heavy wall thickness—and there is a lot of it 
in the unique double loop configuration. For 
these reasons the frame is probably the stif- 
fest one ever made. It may also be the most 
copied frame in the world. But most of the 
latter-day imitations lack the strength of the 
original and have spawned our current crop 
of “flexi-flyers”—those evil handling models 
which have more engine than their chassis 
can cope with. 

The 500cc dohc engine was “right up to 
date” when designed in the Twenties and 
should have been made obsolete by the tech- 
nical advances of the Thirties. But thanks to 
good handling and evolutionary engine im- 
provements the machine remained competi- 
tive well into the Fifties. In its final form, 
the engine put out about 50 horsepower and 
was still occasionally whipping machines 
with 10, 20, and even 30 more horses. 

Riding the Manx slow is a numbing, 
crashing bore that will have you wishing for 
a Honda within an hour. 

But riding it fast leaves impressions that 
defy description. Words like “experience,” 
“trip” and “spaced out” begin, but only be- 
gin, to describe the mixed emotions of ela- 
tion, rhapsody, anxiety and total terror. 


The Manx is best started by the run-and- 
bump system. Despite having no provision 
for choking or flooding, the machine is as- 
tonishingly easy to fire. Once it bangs, you 
pull in the clutch and get the revs up to at 
least 2,200 so that the oil pump will function 
properly. Warm-up takes a long time. The 
engine has an immense cooling capacity and 
there are five or six quarts of oil to get warm 
before you can really get on it. This only 
means you can't get on it until you are well 
out of town—and since you can't do it in 
town anyway, it's no problem. My particular 
model has a lower-than-standard first gear 
(from the rare International model) and gets 
off the line with only a little clutch slipping. 
At about 20 mph in low the clutch can be let 
go. The engine begins to get on the mega- 
phone at 40 mph in low; due to the huge 
G.P. carburetor, full throttle cannot be ap- 
plied until then. Useful throttle speed is 
about 40 to 60 in low (7,200 rpm), 60 to 90 
in second, and 85 to 110 in third. Top speed 
in fourth (with present gearing) is about 120. 
There have been Manx Nortons capable of 
140 but they were equipped with fairings 
and were very special. And 150-mph Norton 
singles belong to legend, not fact. 

The first riding impression is one of im- 
mense stability. The bike goes precisely 
where you point it. Brushed and grooved 
road textures that put other bikes into gal- 
loping gollywobbles go unnoticed. But im- 
pressive straight line performance is just a 
happy by-product of the bike’s orientation to 
its intended environment—curves. Oh God, 
how it corners! On braver days, I have had 
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the model bent in until the “G” forces blur 
my vision, my cheeks and belly are sagging 
and my rat is telling me the hairy edge is 
near. . . and then I see the stream of water 
across the road. Terror turns to wonder 
when the Manx skids across the water, the 
tires scrape dry and the bike resumes its 
course—all by itself. 

Only on a true competition bike like the 
Manx can one begin to approach racing 
speeds and appreciate how fast the real rac- 
ers go. At those speeds perspective is gone, 
distortion is a reality and your speed is pro- 
portional to your psyche's ability to cope 
with time expressed in microseconds. It de- 
mands total commitment and concentration, 
an exquisite luxury. You begin to under- 
stand why racers race. But this wisdom 
comes only in fleeting glimpses. I’ve always 





The butterfly valve holds the decibel-count down in 
town; on the open road it’s mega-city. 
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been an earnest coward and now I’m an old, 
earnest coward—dream on, old man. 

The rest of the bike is not up to its corner- 
ing. Acceleration feels sluggish—until you 
look at the speedometer or brake for a turn 
and realize that in this day of the Superbike, 
50 horsepower is still quite a lot. The brakes 
are only adequate at low speeds but get 
better the faster you go. They don’t have 
the brute force of today’s discs but are much 
easier to control—especially when braking 
deep into a turn. 

The bike is quite light—about 315 pounds 
in racing trim. Extensive use of magnesium 
in engine and wheel hub castings helps offset 
the heavy frame and flywheels. The feeling 
of lightness is enhanced by the bike’s low 
roll center. The crankshaft centerline is only 
a couple of inches above the frame rails, 


BDB: Before Disc Brakes on racers, a four-shoe 


four-cam brake was the best anchoring device. 


with part of the flywheels actually below the 
frame, so there’s a lot of weight slung low. 
The transition from race bike to street 
bike is easier said than done. It’s a great idea 
but few people have the skill or facilities to 
accomplish it. John Owen of Chula Vista, 
California, who built the Wixom Manx, has 
both. A master machinist, John has toyed 
extensively with British singles and was 
well-qualified to handle the engineering 
problems involved. In case you’re thinking 
about converting a racer, here’s a list of the 
necessities that must somehow be added: 
generator, battery, regulator, lights, horn, 
muffler, sidestand, speedometer, speedome- 
ter drive and possibly a kickstarter. Most 
important and perhaps the most difficult is 
the license plate. 
(Continued on page 104) 
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If you think open camboxes would spray back oil 
on the rider, you’re absolutely right. 
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Sunerhike Test... 
Tells Who's No.1 


| Dyno Charts 
| On 19 Models 
| Hottest New 
Accessories 


| How To 

| Rate Your 
| Dealer 

: Break-in 

| Made Easy 
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Your first buy before you buy anything eise. 


Check it out with the 

GIGANTIC MOTORCYCLE CATALOG SECTION 
With complete photographic and technical descrip- 
tions of every bike available in America in 1973. 
Full specs on all 248 of the new models, listed by 
brand. Your next bike is here! 

Rev up with the 

ACCESSORIES DIRECTORY The rundown on ac- 
cessories for touring, safety, engine hop-up, dirt 
riding, technical accessories, and apparel. 

Gear up forthe 

DYNO-CHART SECTION Including the most dra- 
matic turn-around story of the year—Honda's new 
two-stroke 250 Motocrosser. 


“BRING YOUR REFERENCE LIBRARY UP-TO-DATE! 


If you’ve missed any of the current and previously published 
Annuals, a wide selection is still available. To place your order, 
circle the corresponding numbers on the coupon on this page. 
CAR & DRIVER BUYERS GUIDE 

The new car buyers’ guide/yearbook that takes all the new cars 
apart and puts the whole scene together for you. All the specs, all 


- the prices of all the cars made in the U.S., Europe and Japan. 


1972— #36 
CYCLE BUYERS GUIDE 
Your guide through today’s market-place maze of bikes and acces- 
sories. Cuts through the whole circle of bike products to give you 
a mean grasp of their value, usefulness and rightness for you... 
all designed to help you get the most for your money. 

1972—#52 1971—#28 
INVITATION. TO SNOWMOBILING 
Everything you ever wanted to know about snowmobiles, equip- 
ment, riding and racing! Snow test . . . buyers guide to clothing, 
accessories and snowmobiles .. . problem solving features. 

1973 Feb/Mar—#83 1972-73 Dec/Jan—#58 

1972 Oct/Nov—#39 1972 Jan/Feb—#59 1972 Nov/Dec—#55 


1971—#22 
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Wail into the 

SUPERBIKE COMPARISON TEST Seven 1973 
Superbikes compete for the title on the dragstrip, 
in handling and braking tests. One won! We tell 
which. 

And stay on track with 

state laws for motorcycling « how to break in your 
bike e rate your dealer e where to get off-road rid- 
ing maps + great photographs of the entire cycle 
scene. 


1973 Cycle Buyers Guide 


And it's only $1.50. You're already a jump ahead 
with this convenient coupon. 


ZIFF-DAVIS SERVICE DIVISION, Dept. CBG CY -1173 
595 Broadway, New York, N.Y. 10012 


Please send the all-new 1973 CYCLE BUYERS GUIDE at $1.50 plus 
35€ for postage and handling. ($2.50 postpaid for orders outside 
U.S.A.) 


l also wish to receive the additional annuals listed below: 


22 28 36 39 52 
$1.50 each: 55 58 59 83 


Enclosed is $2_________ for the annuals ordered. | have added 
35¢ per copy for postage and handling. (For orders outside U.S.A. 
all annuals are $2.50 per copy postpaid.) 


Print name 
Address 


City State Zip 
PAYMENT MUST BE ENCLOSED WITH ORDER 
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The more # 
bike you've E 
got under you, the 
more you need 

GF" Motorcycle Dil. 


Whether you're going all out in com- 
petition, trailing on a country black- 
top,or just going downtown, Kendalle 
GT-1 Motorcycle Oil gives you the 
performance you want. 

And it means top flight lubrication 
in both 2- and 4-cycle jobs—be- 
cause there's a special formulation 
for each type. 

GT-1 performance comes from 
starting with 100% Pennsylvania 
Grade Crude Oil—then refining it 
with special techniques, and fortify- 
ing it with additives carefully se- 
lected for today's machines. 

You get top performance from 
GT-1 Motorcycle Oil —whether you're 
tackling an enduro, trailing or just 
funning it. 

You'll get the same high perform- 
ance from Kendall Chain Lube. Ken- 
dall CML-260 is outstanding for spot 
lubrication, loosening tough nuts, 
and removing moisture from your 
electrical system. 


Do Your 
Engine a Favor... 


E 
KENDALL 


MOTOR OILS 





KENDALL REFINING COMPANY, 
Division of Witco Chemical Corporation 
Bradford, Penna. 16701. 
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LAGUNA Continued from page 24 


broke a chain, Smart experienced a contin- 
uation of his transmission bothers, Dave 
Croxford didn't seem to have it together, 
and Steve Baker moved up on, and out- 
powered, Cal Rayborn. Then things really 
started happening. With just a few laps to 
go one of the pucks in Carr's rear brake 
(which had been chattering) opened up a 
channel between the slave cylinder and the 
disc, coating it and the rear wheel with 
brake fluid. Shortly thereafter one of ClifPs 
rear shock springs broke, and he gradually 
dropped away behind Gary Nixon—who 
had begun to close on Yvon du Hamel. 
Whether Yvon had backed down his pace 
to insure a finish, and a win, or whether he 
had slowed because of gasoline on his rear 
tire, is anybody’s guess. But what it meant 
was Nixon was coming. Then, exiting the 
Corkscrew trying to lap Cal Rayborn, 
Yvon's world turned inside out and he was 
skidding along the pavement. He said there 
was moisture on the rear tire when he and 
Ron Grant checked the bike; Bob Hansen 
couldn't find any. But Nixon remembered 
that when he was chasing Yvon during the 
heat race, he had difficulty seeing because 
of the gasoline coming out of du Hamel's 
motorcycle—probably from the carburet- 
ors. Whatever, du Hamel was out of it, and 
he pulled his little blue cap out of his leath- 
ers and sat down to watch Nixon winning 
it all, followed at an increasing distance by 
Cliff Carr—who couldn't possibly have 
made it back to the front with a wet rear 
tire, no rear brake, and a shattered shock 
spring. Behind Carr was Art Baumann, 
slick as glass, fast but not desperate, look- 
ing like a sure bet for third. No chance— 
no sparks, and just a few heartbeats from 
the finish. What kind of demon rides with 
Art Baumann? 

Art's shoddy luck moved Gary Scott 
(now a full-fledged roadracer) up into third 
and curb-bouncing Steve Baker, the little 
guy who had gotten around Cal Rayborn, 
into fourth. The progress of both was aided 
by wetness towards the rear of Peter Wil- 
liams’ Norton, who was ahead of a clattery 
encounter between Steve McLaughlin and 
Jim Evans. Evans managed to get around 
Calvin a lap or two from the end for sixth 
place, but Steve didn’t, and finished eighth. 
Don Castro was ninth and David Aldana, 
on a domestic Norton, was tenth after a 
solid ride on a slow motorcycle. 

Ahhh, the Glory Years of Gary Nixon, 
marching on. National Champion... 
Daytona winner. . . stumping through 
the pits wondering, “All right, which one 
of you sonsabitches is gonna finish sec- 
ond?” . . . the walloping Santa Rosa crash 
that put him in the hospital and kept him 
there for what seemed years. . . the rein- 
jury at the Charity Newsies. . . the freak 
crash out cowtrailing with his friend Jim 
Zimmerman (now dead) that snapped the 
same Santa Rosa thigh bone. . . the 
throat-tightening attempt three weeks later 
to race at Daytona, where he did good un- 


til his lousy motorcycle stopped shifting 
gears. . . the flash of the old, flinty Nixon 
in the Fall of 1971 when he rode a Doug 
Hele-prepared Triumph to a blazing win in 
the first Ontario heat and had the field 
covered in the second until he crashed in 
some oil. . . the lead he had at Daytona 
this year when his bike quit . . . the races 
he led in England until something hap- 
pened (and something always did). . . 
and then the final burst back into the sun- 
shine with his flawless, clawing double win 
at Laconia this year. 

Glory years all, every single one of them 
from 1967 to 1973, six years, each glorious 
for a different reason: some because of his 
boundless ability on a motorcycle, some 
because of his stone-willed and feisty cour- 
age, some because of his total faith in him- 
self, and some—like these—because he’s 
back at the top after a painful, gloomy trip 
to sodden depths he could not have imag- 
ined. You should have seen him at Laguna 
Seca walking down through the pits like a 
banty rooster after it was over and he had 
won with this huge wreath around his 
neck, his leathers zipped halfway open, 
Goodyear hat and dark glasses and a great 
huge shiny trophy throwing off pops and 
crackles of sunlight, Nixon the King of all 
he surveyed, every bit the Nixon that we 
knew back in the Sixties, the Nixon who 
lived before the Abysmal Years and who 
now lives again, wheelies, wins and all. © 
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BASICS Continued from page 72 


bearing life; they also tend to form ring- 
sticking gums and varnishes. My own in- 
clination in this matter is to use the thick- 
est oil possible consistent with the absolute 
necessity for keeping the rings free in their 
grooves. For roadracing engines, in which 
frequent replacement of pistons and rings 
is necessary no matter what oil one selects, 
I favor 40-weight Castrol racing oil. This 
castor-based lubricant is relatively clean, 
provides excellent protection against pis- 
ton scuffing and bearing failures, and 
seems to form a seal between the piston 
and cylinder bore that blocks the passage 
of any gases leaking past the ring. Its only 
drawback is that it mixes with gasoline 
only reluctantly and will promptly sepa- 
rate from this fuel if the mixture is cooled 
below about 50°F. 

In applications other than roadracing, 
where temperatures and pressures are like- 
ly to be less extreme, there is much to be 
said for thinner, more thoroughly de- 
gummed castor-based oils (Blendzall being 
one of my favorites). The degumming 
process used for all castors intended as mo- 
tor oils tends to make them less effective as 
lubricants, but also burn cleaner. Some- 
times the cleanliness of triple-degummed 
castor is more important than its in extre- 
mis lubricating properties. An important 
fact to remember about all castor oils is 
that they oxidize very rapidly when they 
are exposed to air, and cannot be relied 
upon to stay in solution in gasoline for pro- 
longed periods. Therefore the gas/oil mix 
in your bike’s tank becomes more unreli- 
able in its intended purpose with each 
passing day and should be drained and dis- 
carded after no more than 48 hours. Petro- 
leum-based oils mix perfectly, stay mixed, 
retain their lubricating properties over 
very long periods, and for those reasons 
are an excellent choice for the average 
Weekend Warrior. 

Among the several small items a tuner 
should check and adjust (but few do) is the 
piston crown/cylinderhead clearance in 
any engine with a squish-band combustion 
chamber configuration. The purpose of the 
squish band is to confine the mixture in the 
combustion chamber to a small pocket 
right under the spark plug. When this is 
done higher compression ratios than would 
otherwise be possible may be used because: 
a) the charge around the edges of the cylin- 
der bore are spread too thinly to be deto- 
nated by the advancing flame front; and b) 
the piston crown area directly exposed to 
the combustion process is reduced, yield- 
ing a reduction in the amount of heat 
forced into the piston. On the other hand, 
that portion of the charge hidden away in 
the squish band is substantially wasted, 
which is the squish head’s single drawback 
and a compelling reason for making the 
squish clearance as small as possible. 
Clearances as close as .015 have been em- 
ployed experimentally but something near- 
er .040-inch is less likely to bring the pis- 
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PUT YOUR HEAD WHERE 
YOUR HEAD IS. 



















Wind-swept design and 
wild colors spark the 
imagination. Yamaha gives 
you one of the largest 
selections of helmets in 
the industry, lets you 

pick just the right helmet 
to match your mood or 
machine. These great 
looking helmets are the 
most copied of all designs 
and they remain the top 
sellers. 

Our complete line of 
Yamaha helmets are 
quality fiberglass 
constructed, they exceed 


290.1 standards and are 
SHCA certified. Our full 
coverage helmets are 
SNELL approved, (there 
are no better approvals 
a helmet can get). Flip-up 
face shield and tear-off 
mud lens are standard 
on all full coverage 
helmets. 

See the complete 
selection of Yamaha 
helmets and the entire 
collection of accessories, 
specialties and apparel 
now at your Yamaha 
dealer. 


YAMAHA PARTS DISTRIBUTORS, INC. 


A subsidiary of Yamaha International Corporation, 
6610 Orangethorpe Avenue, Buena Park, California 90620 
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Bates keeps 
you together 
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Whether you ride on the street, prefer 
touring, or race on or off the road, firm 
support of back and stomach muscles 
is a must. A good riding belt provides 
this support. It helps reduce fatigue. 
lt adds to your riding comfort. And, of 
all the riding belts available, a Bates 
Riding Belt does the job best. Why? 

Our specially woven twill gives” as 
you move, “breathes,” to let body heat 
escape. Vinyl belts do neither. 

Specially shaped leather-covered 
stiffeners keep the Bates belt from 
bunching up around your waist like an 
all-elastic belt. 

And there are no sharp corners to 
dig in or gouge — even the rugged 
buckles have rounded edges. 

The best products are always copied 
—in appearance—but never equaled in 
quality. Look for Bates’ label in each 
belt as your guarantee of getting the 
original, and best, riding belt. 











Bates Riding Belts $8.95 7 
Send me belts, $8.95 ea. ....$ = 
Waist size (20” to 46”) ....$ 

California residents add 6% ...... $ 


Add 10% insurance and shipping $ 


Enclosed is check or M.O. for 
full amount—No C.O.D.'S ....... $ 


ACCESSORY HOUSE 
Box 1770, Long Beach, California 90801 


Name 





Street 





City. State Zip 


O Complete Bates Catalog available for $1 
N Enclosed free with order. G | 
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ton crown and cylinderhead into direct 
contact at high revs. More clearance is sel- 
dom necessary, as it simply wastes more of 
the trapped charge, and squish bands cease 
to function as such when the piston/head 
clearance is much above .060-inch. 

The TZ 350s squish clearances were a 
mighty .080-inch, or about twice what my 
expert advisers consider desirable. A call 
to Yamaha International’s racing depart- 
ment yielded only the information that this 
condition was typical, others having dis- 
covered the same thing, but that there was 


.no explanation from Japan. Typical as it 


may have been, I didn’t think it was right, 
and finally concluded that the whole thing 
was a Yamaha effort to save the customer 
from himself. The clincher in reaching this 
conclusion was that an SAE paper au- 
thored by Yamaha’s ranking engineers 
gave a compression ratio of 8:1 (taken 
from exhaust-closing) as suitable for this 
kind of water-cooled racing engine. Calcu- 
lation showed that ifthe combustion 
chamber had been milled just a millimeter 
shallower, giving the right squish clearance 
of .040-inch, then the compression ratio 
would have been almost exactly 8:1. 

All this seemed to be too much for mere 
coincidence, so I finally decided that while 
shaving a millimeter off the underside of 
our engine's cylinderhead might not be as 
good as having the combustion chambers 
machined less deep in the first instance, it 
was better than having a compression ratio 
of less than 6.5:1 and squish clearances so 
deep as to present virtually a wide-open 
combustion chamber. The extra-deep 
chamber just seemed entirely too much 
like something Yamaha might have decid- 
ed upon at the last minute as a safety de- 
tune in engines destined for customers who 
might not give close attention to such 
humdrum matters as jetting and ignition 
settings. Frankly, I have made my share of 
mistakes in this kind of work—and rarely 
have missed an opportunity to lunge for- 
ward and grab an extra helping of stupidi- 
ty when it was available. But now that Pm 
not riding 1 have fewer distractions at the 
track and have time to gather good advice. 
This time my sources said the modification 
under consideration was going to work, 
but that Pd better not miss much with 
mixture or timing or there would be pieces 
of engine all over the track. 

All that compression was sure to have a 
powerful effect on engine output, and did, 
but it also had its effect on the amount of 
time spent twirling wrenches. When you 
are tuning two-stroke engines you spend 
nearly as much time peering at pistons as 
at spark plugs. The plugs tell you about 
mixture strength; the undersides of the pis- 
ton crowns are an excellent indicator of 
impending trouble. When you see the 
cooked-oil varnish inside the piston begin- 
ning to char, the piston crown itself is dan- 
gerously near melting. But if the varnish 
inside the piston retains its gloss and the 
skirt is smooth and clean, then you know 
temperatures are within limits, the ring is 


sealing properly, and all is right with the 
world. Because we were dealing with an 
unknown (the high compression) at Dayto- 
na, much time was spent sending Jess out 
to do a few laps and then dismantling the 
engine's top-end to check the condition of 
the piston. This was very time consuming, 
but necessary. By taking this approach it 
was possible to catch problems in the in- 
cipient stage, before they could develop 
into an expensive explosion, and it gave me 
a chance to work the last, invisible rough 
spots off the port window chamfers. 

One of the things that was revealed in 
these inspection tours through the engine 
was that the spark advance specified in the 
TZ 350 owner's manual was too much for 
the high-compression version to tolerate. 
Theory predicted that this would be the 
case, due to the increases in flame propaga- 
tion speed produced both by the higher 
combustion chamber pressures and the en- 
hanced turbulence stemming from the re- 
duced squish clearances, and this was con- 
firmed by the appearance of the spark 
plugs and pistons. Pulling back the ignition 
advance to 1.9mm BTC (from 2.0mm) 
changed the spark lead by no more than 
three degrees, but that was enough to elim- 
inate all signs of overheating. At that point 
the varnish up inside the piston was jet 
black, but not charred, at its center and 
faded out into the characteristic shades of 
chocolate and tan at the edges. 1 might add 
here that the color of this varnish is virtu- 
ally an absolute gauge of compression ra- 
tios. You can raise an engine's compres- 
sion ratio until the varnish in the middle of 
the piston crown’s underside turns as black 
as a race official’s heart, and if you’ve done 
everything else right, you won't have to 
worry about reliability unless the varnish 
begins to char. That's the danger point. 

Obviously, doing everything else right is 
a trick not everyone manages—especially 
as regards mixture strength. You already 
know my feelings about feeding a racing 
engine slathers of oil. Our TZ 350's tank 
was filled with a 14:1 blend of Castrol 40R 
and gas, which most tuners would consider 
totally absurd. Most tuners would, and as 
many would have been staggered by the 
jetting 1 chose: most of the TZ 350 Yam- 
ahas at Daytona were running #320 (or 
thereabouts) jets; Cycle’s Yamaha was 
sucking fuel past a pair of #360 Mikuni 
main jets. Kawasaki’s Mr. Yoshida may 
not think much of ultra-rich mixtures (see 
Kevin Cameron’s Loudon race report, in 
Cycle’s September, 1973 issue), but my ex- 
perience has been that leaning ‘‘down, 
down” much below the point of chuffing 
soot results in power increases—but only 
in misapplied dyno-testing. There is no 
doubt that the engine will cold-flash higher 
readings on the dynamometer with leaner 
mixtures; rich mixtures provide enough in- 
ternal cooling to improve sustained power 
output, and it is sustained power that 
counts on the race track. 

Ultra-rich air/fuel mixtures, with the 
fuel carrying high percentages of oil, do re- 
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quire a first rate ignition system—like the 
TZ 350’s pointless CD magneto—and the 
right spark plugs. And here again Pll say 
that the recessed-gap racing plugs made 
for four-stroke engines are a bad choice for 
two-stroke engines. Champion now has an 
extended nose racing plug that is far less 
foul-prone than those of the traditional 
racing pattern, and I found at Daytona 
that the Champion E-55 was an absolute 
marvel. Even with the dense fog of fuel and 
oil our TZ 350 was getting in its cylinders, 
we could use the Champion E-55 plugs for 
both warmup and racing without the 
slightest trace of loading or fouling. Subse- 
quent experience showed that slightly bet- 
ter results were obtainable on shorter 
courses with the marginally warmer 
Champion N-214, but at Daytona the E- 
55s were by some considerable margin the 
best plugs we tried. It is my practice to 
always use the hottest plug, richest mix- 
ture and most oil an engine will stand, and 
Champion’s latest racing plugs have per- 
mitted a quantum leap in that direction. 

While at Daytona, we learned that Kel 
Carruthers probably was using the same 
high-compression setup we found so effec- 
tive. Kel got a shipment of heads from Ja- 
pan early that week, and those heads did 
have squish bands about a millimeter shal- 
lower than the standard TZ 350 heads. Kel 
denies that these cylinderheads were ma- 
chined to give a higher compression ratio, 
claiming that only the squish clearances 
had been altered. An informant inside 
Yamaha told us that Kel’s special ship- 
ment definitely was high compression in 
intent, and that we had been exactly right 
with our early guess. Who knows? For 
sure Kel was sufficiently intrigued by our 
Yamaha’s speed to drop by our garage to 
see what kind of gearing the bike had—and 
actually counted the sprocket teeth to 
make sure we hadn’t stamped the cog with 
the wrong number. 

Others have heard about our bike, and 
have tried it themselves but with very bad 
results. The speed is there, only not for 
very long before checked by a holed piston 
or seizure. We don’t know for certain, but 
it does seem that other people’s problems 
result from their not doing everything we 
did, and our engine was running near 
enough to the ragged edge to be intolerant 
of leaner mixtures and reduced amounts of 
oil. There also are some little tricks to get 
good sealing between the cylinderhead and 
block; anyone who needs this special-inter- 
est information can contact Cycle’s West 
Coast editorial offices. 

“So,” you’re probably thinking, “if the 
Cycle TZ 350 was such a rocketship how 
come it didn’t figure prominently in the 
race results?” As a matter of fact, that it 
didn’t is my fault: in getting the bike’s en- 
gine honed to a fine edge I kept the Yam- 
aha garaged far too much and as a result 
Jess got far too little practice. His priori- 
ties, like my own, are of necessity heavily 
weighted in favor of time at the typewriter 
and away from the track, and he hadn’t 
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PSSSSSSST! 





Four great products from Yamaha 
and they all go pssssssst. 


INSTANT SPARE TIRE. It’s a spare tire in a can. 
You can fix a flat quickly and easily by spraying the con- 
tents of this 6-ounce aerosol can into the tire. It seals and 
inflates the tire in one simple operation. Then ride 
on winner. 

SPARK PLUG AND ELECTRICAL CONTACT 
CLEANER. Help keep your motorcycle in top running con- 
dition. Used regularly on points and plugs, prevents car- 
bon build-up and dirty points. Spray it on, it cleans then 
evaporates. 

CHAIN AND CABLE LUBRICANT. The finest 
lube available for motorcycle chains and cables. Its pene- 


trating action keeps on working even during extreme pres- 


sures. Dirt won't get by and water is completely resisted. 
TIRE MOUNTING LUBRICANT. Tube damage 
is almost a thing of the past. Just spray on tire beads and 
mount easily onto the rim. 
See your Yamaha dealer for the entire 
PSSSSSSST line. 


< YAMAHA PARTS DISTRIBUTORS, INC. 


a subsidiary of Yamaha International Corporation, 
6610 Orangethorpe Avenue, Buena Park, California 90620 
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been on any racing motorcycle for months. 
Our TZ 350 was a hair-trigger bullet, and 
Jess wasn’t comfortable on it at all. But he 
was out there soldiering around and figur- 
ing to see it through until Brelsford and 
Darr did their great, flaming catastrophe. 
Jess saw that through the rivulets of sweat 
in his eyes and just figured it wasn’t a good 
day to be working at not having a bit of 
fun. He pulled in and we went off to have a 
cold drink. 

The only real question about the TZ 350 
left unanswered by our Daytona experi- 
ence was, would it last? We settled that by 
running the bike at a local race and at the 
dragstrip, and by following its progress af- 
ter it was sold. And our TZ 350 did more 
than enough miles to have finished at Day- 
tona without repairs, and without any 
problem beyond a tachometer bracket fail- 
ure. The bike's new owner is, we hear, de- 
lighted with it, and I have passed that in- 
formation along to people I know who re- 
ally know what they’re doing and who told 
me to do exactly what I did. © 


ART Continued from page 50 


painting is essentially decorative—that’s 
the main thing. Custom painters are 
decorating their motorcycles. Now 
decoration and art are mutually exclusive 
most of the time—not always, but they 
tend to go in opposite directions. And 
that was one of the things that drove me 
nuts doing this bike. I kept trying to make 
it look great, but at the same time that 
was almost working against me.”’ 

On the message: “I wanted to make 
a statement about machines. I think 
machines are fascinating: I’ve been 
interested in them ever since I was a 
child. But to me over-involvement in 
mechanical things gets kind of fetishistic 
and nauseating. I’ve had this ambivalent 
feeling all my life about machines, and 
I wanted to express that in this painting. 
I wanted to simultaneously celebrate the 
whole business of machines and sort of 
poke fun at it. So I did this tongue- 
in-cheek religious thing. I had this prog- 
ram of celebrating the worship of 
machinery—and yet I wanted to keep it 
a little amusing—and I thought the paint- 
ing was appropriate within the context 
of custom painting which has always had 
a tradition of the bizarre. And I wanted 
to combine my attitude about this wor- 
ship of machinery with the general classic 
attitude about the Triumph. So combin- 
ing those two, I came up with a classical 
surrealist kind of artwork. 

“If you take the main figure on the 
top of the tank, in that figure is probably 
the whole spectrum—simultaneously 
serious-looking and ridiculous.” © 
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Cycle Carrier: Desert Dynamics’ new mo- 
torcycle carrier is designed to carry one or 
two motorcycles and bolts securely in your 
truck. The carrier also provides room for 
two G.I. gas cans. Your cycles can be pad- 
locked in place to prevent theft. The list 
price is $39.95. 

Contact Desert Dynamics, 6230 May- 
wood Avenue, Bell, California 90201. 
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Automatic Headlights: In response to 
California’s new safety bill which states 
that: “Every motorcycle manufactured and 
first registered after January 1, 1975 shall 
be equipped with at least one and not more 
than two headlamps which automatically 
turn on when the engine of the motorcycle 
is started and which remain lighted as long 
as the engine is running,” Keen Research 
and Development Corporation has a new 
device to accommodate the bill. 

Known as the Keen “Luminator,” the 
device will automatically turn on motorcy- 
cle lights 20 to 30 seconds after the ignition 
switch is turned on. 

According to Stan Mutnick, a company 
official, “The advantage of the time delay 
function is that the rider has time to start 
his machine without the drain of his head- 
light on the electrical system. After start- 
ing, he is assured that he will be riding 
with his headlight on.” 

Easily installed, the Luminator will 
work with either 6-volt or 12-volt systems. 
For more information on the Luminator, 
write to the Keen Research and Develop- 
ment Corporation, 5382 Sterling Center 
Drive, Westlake Village, California 91361, 
or call 213/889-6671. 
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Cycle Saver: Prevent your bike from being 
ripped-off with Suitcase Cycle's theft de- 
terrent. Suitcase Cycle says the Cycle Sav- 
er is the only theft deterrent which pre- 
vents the cycle from being ridden off. 
Cycle Saver allows the owner to discon- 
nect the handlebars and lock them to the 
front forks, leaving no means to steer the 
cycle, and thus preventing it from being 
ridden away. The Cycle Saver Kit contains 
quick disconnect brackets, so that the han- 
dlebars can be locked to the front forks. 
Disconnecting the throttle and clutch ca- 





bles is unnecessary. 

In addition, a built-in lock allows two 
helmets to be locked to the bike, prevent- 
ing their being stolen. 

The unique Cycle Saver modification 
can be performed on most Honda, Suzuki 
and Yamaha motorcycles in less than an 
hour. No special tools are required. 

For further information contact the 
manufacturer, Suitcase Cycle, at 3013 Air- 
port Avenue, Santa Monica, California 
90405 or call 213/390-4421. 
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Piston Kit: Convert your Yamaha 650 to a 
750 with a new kit from Rand Company. 
Included in the kit are two 10:1 compres- 
sion pistons with valve cut-outs deep 
enough to take a .450 lift cam, wrist pins, 
clips, rings and instructions. The kit is 
unique in that it needs only a bore job on 
the stock cylinder to install it. Oversize 
pistons are also available. A 15 to 20 per 
cent increase in your Yamaha’s perform- 
ance is claimed by Rand. 

It costs $79.95 or send in your cylinder 
and $99.95 and Rand will bore and preci- 
sion fit the kit to your cylinder and have it 
back to you in two to three days. Write the 

(Continued on page 100) 
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Now you can produce the exotic, special effects you’ve always admired on other cars and bikes. Our MiniGun 
Kit, or SuperGun Kit is the answer. Use them separately, or in combination with The Art of Custom Painting 
book to develop your own Custom Painting techniques. 

All you need to know, and the equipment to do it with...a winning combination no matter how you look at it! 


MiniGun 
Fine quality Airbrush for the economy minded. High-impact 
Delrin, metal components and adjustable paint tip. MiniGun 


uses either Aerosol Can power source, or Compressor, by using 
adapter (not included in kit). 


KIT INCLUDES: MiniGun Airbrush, 4-oz. Paint Jar, Eight-foot 
Vinyl Hose, 13-0z. Can of PROPELLANT, plus Instructions 
Price $15.00 cHECcK HERE O 


THE ART OF CUSTOM PAINTING 


The complete custom painting book! Explains in detail: Paints, 
Equipment (Airbrushes, etc.), Taping, Masking, Finishing & 
Trouble Shooting. Special Effects Section highlights: Lace 

Painting, Graphic Stenciling, Flame Painting, Fish Scaling, 
Freak Drops and much more. Price $4.95 CHECK HERE O 


PAINT coLor caro $2.00 0 
FLAKE coLor caro 82.000 


METALFLAKE EST COAST CONTACT: METALFLAKE 


SuperGun 


This Airbrush does everything! Professional quality, easy-to 
-use features. Spray adjusts from very fine, to wide fan-shape, 
to cover small or large areas. Precision all-metal components 
with Teflon® seals assure long-lasting dependable use. Super- 
Gun uses either Aerosol Can power source or Compressor, by 
using adapter included in kit. 


KIT INCLUDES: SuperGun Airbrush, Two (3/4 oz.) Paint 
Jars, Six-foot Vinyl Hose, 13-0z. Can of PROPELLANT, Brass 
Adapter, plus Instructions Price $39.95 CHECK HERE O 


SEND ME THE ITEMS I HAVE CHECKED: 


| enclose $ to cover my purchase(s) 
Also send me a complete Paint List with my order. 


SEND COUPON TO: METALFLAKE INC., P.O. BOX 950, HAVERHILL, MASS. 01830 














BARGAIN 
HUNTERS! 


DISCOUNT GOODIES 


Chopper 
Touring 
Repair Parts 


JUST A FEW OF OUR BARGAINS! 


' Honda Glas- 
pak Cross- 
over “Drag” 
Pipes 
CB750 $66.50 


CB500 $66.50 


Honda “Big 
Bore” Kits 
CB750 900cc 
$125.00 
CB500 600cc 
$107.50 





Honda 10 
piece Finned 
Cover Kits 
(8 valve, 
rotor 1-point 
cover) 

CB 750/4 
$21.00 kit 


CB 500/4 
$21.00 kit 
CB 350/4 
$21.00 kit 





Honda CB 750 
“Sunburst” 
Large Header 
Clamps 
$16.80 sets 
of four 





Tanks, Fork Tubes, Handlebars, Cable Kits, 
Highway Pegs, Mufflers, Sissybars, 
Frames, Hardtails, Saddlebags, Wind- 
shields, Seats, Tires, and much more for: 
HONDA, YAHAMA, KAWASAKI, SUZUKI, 
TRIUMPH, BSA, NORTON, HD etc. 


FREE CATALOG 
TOMBSTONE CYCLE 


820 Kildonan Drive, Winnipeg, Manitoba, 
R2W-3R4, Canada 
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PAINT Continued from page 61 


The second steps of treatment are pri- 
marily those that correct imperfections in 
the surface. Major alterations and body 
work should really be done in metal before 
any painting is started. Minor dents can be 
filled in with a variety of chemically-cured 
body fillers, commonly known as “bondo” 
and further perfected with lacquer putties 
(“red lead””) that are similar to lacquer 
paint but with very high contents of solid 
material for maximum filling qualities. 

At this point the first paints are applied, 
known as primer, primer-surfacers, and 
primer-sealers. Primers contain a relatively 
low amount of solids and are used as a base 
coat on already-smooth metal. If a paint 
with increased ability to fill in slightly 
rough areas is required, then a primer-sur- 
facer is used. It is designed with a higher 
film buildup and faster evaporating sol- 
vents so it can be sanded soon after appli- 
cation to achieve smoothness. For nicks 
and gouges the putty mentioned previously 
can be reapplied. Finally, for areas that 
have been extensively filled with bondo, 
primer-sealers are often used. They seal 
over any porous places and keep the top 
coats from sinking in and losing gloss. 

Primers are generally available in many 
colors for two reasons. First, if a primer’s 
hue is close to the final color of paint, it 
will take fewer top coats to cover it. (Try 
hiding a black primer with white paint—it 
will take you a while!) Second, if alternat- 
ing coats of primer-surfacers in contrasting 
colors are sprayed and then sanded, the 
imperfections will be revealed as low areas 
or high areas in different colors. They will 
be the last, or first, to change color as the 
top primer coat is sanded off. 

If solid colors are desired, then the next 
step is often the last which is the applica- 
tion of top, or color, coats. With enamels, 
usually two to four layers in quick succes- 
sion will suffice, but lacquers often require 
many more coats, with wet sanding and 
application of rubbing compounds in be- 
tween each coat. For special effects there 
may be additional transparent coats with 
extensive masking done. 

Paint Application: Methods. There are a 
number of ways to get a coat of paint onto 
a surface. Automotive factories use dip- 
ping extensively. Believe it or not, the old 
time bristle brush can be successful with 
some of the newer catalyzed paints because 
of their high gloss and remarkable flow af- 
ter application. But the great majority of 
paint today is sprayed from air-powered 
guns. It is the easiest way to handle a fast- 
drying medium like lacquer, and one that 
runs easily like enamel. By varying the air 
pressure, spray orifices, paint valves, and 
distance, a remarkable latitude of effects 
can be achieved. Most guns suck the paint 
up from a cup by a venturi effect (like a 
carburetor), atomize it, and then blow it 
onto the object being painted with several 
jets of air. (A pressure pot gun forces the 
paint up and out the nozzle instead of si- 


THE BEST LUBRICANT 
FOR ANY CYCLE 


You’re adding years of chain 
protection by lubricating reg- 
ularly with Chain Lube. 
Won’t Drip, Fly off, or Dry 
Out. Chain Lube’s unaffected 
by moisture, salt air or tem- 
perature extremes. 


SOLD AT LEADING DEALERS SINCE 1940 


McGLAUGHLIN OIL CO. 
3750 E. Livingston Ave. 
Columbus, Ohio 43227 
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phoning it, but otherwise it acts the same.) 
The air pressure necessary to run a spray 
gun comes usually from a large compressor 
and storage tank, or a smaller pump or vi- 
brator that runs full time. These smaller 
units use a “bleeder” gun with air running 
constantly at a fixed amount through the 
nozzle, while the tank-system guns have an 
on-off valve for the air, to conserve pres- 
sure. Calibrated regulators for air pressure 
are desirable, as many modern paints spray 
best only within a certain range of pres- 
sures. Guns are available in several sizes, 
including the standard one-quart models, 
one-pint touch-up guns and various small 
air brushes. 

As for actually spraying paints, the pro- 
cedures are a combination of experience 
and manufacturers literature on the sub- 
ject. Most professional products are allied 
with a whole system of instructions, gener- 
al paint manuals, dealers, and even facto- 
ry-trained trouble-shooters. A lot of paint 
types are also extensively pre-engineered, 
with dozens of different products and thin- 
ners for specific temperature ranges and 
conditions. Because of these aids and the 
many how-to articles that have already ap- 
peared in numerous auto and motorcycle 
magazines, we will not attempt to give 
more details. The outside readings we have 
listed fully explain this end of things. 


Special Pigments and Paints: Because of 
the great amount of customizing done to 
motorcycles, a necessarily high percentage 
are painted with materials that fall outside 
regular solid color coats. Some of these fin- 
ishes are not as durable as normal films, 
but their beauty makes up for such mun- 
dane shortcomings (and a lot of custom 
bikes are repainted each season anyway). 

Metallic Glitter: Most paints labeled as 
metallic have in addition to (and some 
completely in place of) pigment, small met- 
al particles, usually aluminum. These are 
mostly flat chips that “leaf-out”” on the 
surface like fish scales and reflect back 
light to create a fine sparkle. These may be 
very fine (as in most automotive metallics) 
or with chips up to Y,s-inch square in size, 
commonly called metalflake. The flakes 
are usually left silver in color, but in the 
larger sizes they may be dozens of different 
shades. Paints with a high metallic content 
tend to be more difficult to apply than or- 
dinary finishes. The coarse flake sizes re- 
quire many coats to adequately cover and 
suspend them, or else a paint with thick 
film properties. In either case there is the 
risk of cracking with the heavy paint lay- 
ers. They should be painted leisurely with 
ample drying time between coats, so that 
solvents are not trapped underneath, to es- 
cape after the top load is dry (e.g., if the 
water level underneath a frozen lake falls, 
the ice will crack). In addition the heavy 
weight of flake can aggravate runs and 
sags. Finer metallics are troublesome to 
match in color since varying air pressure, 
thinners, and heaviness of coats determine 
the position and orientation of the chips in 
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built to last. Buckle styles 





YOU'RE 
FIRST 
WITH 


NEW Way To “Pipe Down” 
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IUIL 
EXPANSION CHAMBERS WITH SILENCERS 
Ride QUIET 

With No Loss of Power 

For YAMAHA, SUZUKI, KAWASAKI 

EXPANSION CHAMBERS are of finest quality, 
designed to meet the most rigid conditions. 
Built-in SILENCERS are fiberglass packed, with 
removable core that can be easily cleaned and 





replaced . . . meet present AMA noise level re- 
KK SELLS gec, quirements: MEMBER 
TO M.C. (A MOTORCYCLE 
Ne % ) INDUSTRY 
ONLY mó COUNCIL 


“THE ENTHUSIAST'S SUPPLY HOUSE” 


KK Motorcycle Sunply 


431 E. 3RD ST., DAYTON, OHIO 45402 (513) 222-7818 
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Rugged. Good-looking. 
Water-resistant. And com- 
fortable. All words describ- 
ing new Hondaline boots. 
Boots built to take it. Boots 


feature padded shin guards. 
Double nylon stitching at all 
major stress points. Hard box 
safety toes. Spring steel arch 
supports. Oil-resistant soles. These 
are your kind of boots! Boots built just for the motorcycle 
rider. Available in lace or buckle styles. They’re Hondaline 
boots. Available at Honda Dealers. See them soon. 


HHONRALINET 


From the most experienced name in motorcycling. From Honda. 


©1973 American Honda Motor Co., Inc. 
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Mert Lawwill says, “The 


new Lance Air™ ventilated 


suit is the greatest thing 
to happen to racing suits 
since leather, l'Il be wear- 
ing one for the 1974 season'” 


Write for Catalogue today! 


LANCER LEATHERS 
1511 W, Hatcher Rd, 
Phoenix, Az, 85021 





Enclose 25€ in coin for Catae 
logue of all Lancer styles. 
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Touring Europe ’73 


Save $$$ NOW! 


i 
En 
cycle of your choice. Save on 


x 
a AN clothing, helmets, cissy bars 
t “N and all other accessories. 
Comerfords are No 1 in 
Europe for all Personal 
Export deals. 
Post the coupon TODAY and 
receive, by return, full details 
of the Comerford service, spares, 
clothing, accessories and 
insurance — and unbeatable 
rates. A deal with Comerfords 
could save you more than 
your air fare. 


Save on the TAX-F REE motor 


To: Comerfords, Oxford House, 1 
Portsmouth Road, Thames Ditton, Surrey | 
| 


LONDON, England l 


Please send me full details of the Comerford Personal 
Export Service 
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comerfords 
of London, England 








the paint layer, which in turn influence the 
amount of light they reflect and hence, the 
overall color of the paint. 

Miscellaneous glitter: In addition to 
strictly metal chips, there are various flake 
types cut up from metallized plastic foils. 
Some look like metalflake, and being light- 
er eliminate the sagging problem. The real- 
ly elaborate ones are combined with inter- 
ference films and diffraction gratings, and 
these elaborate brews give very spectacular 
iridescent color effects. 

Pearl: Crushed abalone shells or fish 
scales have been used as pearl pigments in 
the past. However, modern pearl is syn- 
thetically produced. Whereas most pig- 
ments are just fine powders, pearl is actual- 
ly small individual crystals (usually of 
white lead carbonate) that leaf out and 
form a reflective layer in a manner similar 
to flake. But because of their transparency 
and small size the result is a lot softer and 
less brassy. 

Candies: Transparent coatings, often 
known as candies, are simply clear paints 
with the addition of colored dyes and pig- 
ments known as toners. Most are not too 
long-lasting, but some of the specialty 
companies have developed candies that are 
equal in durability and light fastness to 
regular paints. The basic candy colors use 
these toned clears over a fine metallic base 
made with bronze powders. Candies are 
also often used over or with flake and 
pearl. They are very demanding of the 
painter for two reasons: 1) Any imperfec- 
tions in the lower layers can be easily seen 
through the clear, instead of being hidden 
by opaque top coats, so the surface of base 
coats must be carefully sanded, even pol- 
ished (metallics should always be covered 
with clear before this is done). 2) The actu- 
al darkness of the color depends on the 
thickness of paint; therefore the applica- 
tion must be very evenly controlled. Thin 
layers of candy can beinterwoven into var- 
ious and beautiful blends of colors; because 
of the many paint layers necessary for 
most candy effects, they are usually done 
in lacquers. 

Crackle is a lacquer without any plasti- 
cizers or with an embrittling agent (ester 
gum), which enables it to split back and 
reveal a contrasting-colored undercoat. 
The heaviness of the spray coat determines 
the coarseness of the crackle. 

Wrinkle finishes depend on adverse re- 
actions between two or three layers of air 
dry enamel painted in rapid succession. In 
essence, trapped solvents from a lower coat 
swell the top film and the upper surface 
wrinkles. Force-drying enhances and 
speeds the effect. Wrinkle finishes are very 
effective in covering certain rough areas 
such as engine castings. 

Hammertone mimics the look of hand- 
hammered aluminum. Fine metallic pow- 
der is acted on by the evaporation of un- 
usually fast solvents in a paint to form 
small circular patterns. 

High Temperature paints are used espe- 
cially on motorcycle engines and exhaust 
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won the last 1973 National 
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pipes. They are usually based on heat re- 
sistant resins—silicones, and silicone al- 
kyds—that are baked by the high heat for 
their cure. 

Special Effects: Pinstriping. This is finely 
drawn, narrow lines of paint primarily 
done by hand. The paint is usually applied 
by a dagger-type striping brush available 
from art and sign stores, but it may also be 
done with a small striping tool with mask- 
ing, or even with vinyl tape. Alkyd enamel 
is often used because it is slow drying, al- 
lowing unhurried work. Also, the usual en- 
amel solvents will not penetrate into lac- 
quer finishes, enabling mistakes to be sim- 
ply wiped off. The disadvantage of using 
enamel for pinstriping is that until it cures, 
it is very susceptible to gasoline. For this 
reason lacquer with a very slow drying 
thinner and some retarder can be used and 
later top-coated with clear lacquer. How- 
ever, heavy use of retarder should be 
avoided if possible. Pinstriping is an art 
that requires some practice. The brush 
should be kept well loaded with paint for a 
smooth flow and an even line-width; ade- 
quate guide and support of the hand are 
done with the little finger. 

Paint Services: Where to Find them. If 
any of the preceding discussion has intimi- 
dated you, don’t worry; it should have. 
The point is: unless you are willing to in- 
vest lots of time and money it would be 
best to get your tank, frame, fenders, and 
self over to a knowledgeable professional 
painter and have him do them. Expect to 
wait much more than a reasonable amount 
of time, and for your bankroll to be appro- 
priately shriveled. 

How do you seek this financial self-de- 
struction? If there are any custom car and 
motorcycle shows in your area go to them. 
Most of the transparent candy, pearl, and 
flake paint applied to super show stuff is 
difficult to do well, so if a painter can han- 
dle that, he”s likely to do just fine on 
straight colors. Failing that, ask any re- 
storers or customizers of vehicles in your 
neck of the woods where to go. Most of 
them are very demanding about quality in 
paint jobs. Quite often a large dealer will 
have connections with a custom painter. 
And if you live some place like beautiful 
downtown Tierra del Fuego, there are nu- 
merous mail-order outfits advertised in 
custom bike and car magazines. 

Above all, and this is especially true if 
you want some design work done—not just 
a simple one or two shades—make sure 
you take a long look at the painter's style 
and that your expectations and demands of 
him roughly coincide with what he can do. 
Don’t go to the king of flakers for a ribbon 
candy over pearl job. Of course, to survive, 
most painters are necessarily versatile, but 
it always pays to seek their specialty. 

How much can you expect to pay? 
Prices will vary depending on the job, the 
locality and the season. During late sum- 
mertime in the northern states you might 
find a bargain—if you can find a painter 
who's not out riding like everybody else. 
NOVEMBER 1973 
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Automatic 
Enduro 


Ml Automatic transmission 

E 340cc Sachs engine M Mag wheels 

E Hydraulic disc brakes W Betor fork 

E Holder of 6 gold, 9 silver and 3 bronze 
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E American engineered and manu- 
factured 
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16-page full-color 
catalog, complete 
with measuring 
and ordering 
information. 


Bates— 
the Leathers that 
suit the Champions. 
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Engineering and Manufacturing 
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Hondaline moto- 
cross jerseys are lightweight ¢ ` 
but tough. They're 100% nylon ; 
mesh, with double protective ; 
layers at elbows and shoul- 
ders for additional protec- ; 
tion. You can choose from, 
three brilliant color com- / 
binations, with or without =* 
the distinctive Honda name on 
the chest. You don’t have to be a 
motocrosser to appreciate these jerseys—even 


if they do give you a racer’s look. Available only at Honda 


Dealers. See them soon. 


ONDALINE 


From the most experienced name in motorcycling. From Honda. 


©1973 American Honda Motor Co., Inc. 
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t your bike. 
Know how to tune it... to fix it.. . to rebuild 
it yourself. The TOTAL SERVICE MANUAL for 


your bike will show you how to do everything 
from a minor adjustment to a major overhaul. 


9840 AJS & MATCHLESS SINGLES 
9841 AJS & MATCHLESS TWINS .... 
3726 BMW all model 50, 60, 69, 75-55-72 

3727 BRIDGESTONE inc 50, 60, 90 8 175 cc models .... 
3725 BSA all inc 250, 350 & 500—to 68 


9603 BSA 2-cyl—650ce—63-72 

9650 BULTACO—all 125-250cc models 
3728 DUCATI-covers 160, 250 & 350cc models 

9614 HARLEY-DAVIDSON 1-cyl—all models—47-72 .... 
9613 HARLEY-DAVIDSON 2-cyl—all models—55-72 .... 





9649 HODAKA—90 & 100cc—64-72 

3788 HONDA 50-90cc all inc Mini & Trail-63-71 . 
9785 HONDA 1-cyl—100-250cc—70-72 
3751 HONDA 2-cyl—125, 160, 175, 350cc models—64- 
3752 HONDA 2-cyl 250-305cc twins—all models—62-68 . 





3749 HONDA 450—all models—4 & 5 spd trans—65-72 
9602 HONDA 4-cyl-350 & 500cc-72 . 
3755 HONDA 750-all models—69-71 
9779 HUSQVARNA 125-450cc—66-72 
3754 KAWASAKI 1-cyl—90-350cc—66-72 


3791 KAWASAKI 2-cyl—250 & 350cc—66-71 

9601 KAWASAKI 3-cyl—350, 500, 750cc—69-72 .. 
9600 MONTESA—123-360cc—65-72 
3731 NORTON —inc Atlas, Scrambler, Electra ... 
9794 OSSA-all 125, 175, 250cc—71-72 


3790 SUZUKI 1-cyl—50-400ce—64-72 
3792 SUZUKI 2-cyl—125-500cc—64-72 
9784 SUZUKI 3-cyl-380, 550 & 750 cc-71-72 ... 
3733 TRIUMPH 150, 200, 350, 500, 650cc—46-62 . 
3753 TRIUMPH 2-cyl-500 & 650cc—63-71 


3747 YAMAHA 1-cyl—all 50-73cc—63-71 
3748 YAMAHA 1-cyl Enduro 5 & 7 port—90-360cc—68-72 $4.50 
3787 YAMAHA 2.cyl-90-350cc-65-72 . 
9775 YAMAHA XS1, XS1B, XS2, TX650 


DESIGN 8 TUNING 
3742 MOTORCYCLE CARBURETORS 
3741 MOTORCYCLE ELECTRICAL SYSTEMS .. 
1039 MOTORCYCLE TROUBLESHQOTING 
9802 TWO-STROKE carburetion & ignition—how & why ..$2.50 
3745 SPEED & HOW TO OBTAIN IT 








3743 RACING & TUNING PRODUCTION MOTORCYCLES $3.95 
9668 TUNING FOR PERFORMANCE-theory & practice ..$5.00 
9799 IMPROVING TWO-STROKE ENGINE PERFORMANCE $3.95 
9800 TRIUMPH TUNING-covers 500, 650, 750 models ..$6.50 
9801 TUNING for SPEED—for racing/competition 


MISCELLANEOUS 

9837 CASTROL MOTORCYCLE RACING MANUAL 
3746 HINTS & TIPS for motorcyclists 
9421 ALL ABOUT MINIBIKES 
3738 ART OF MOTOCROSS-expert advice 
9653 TRAIL BIKE-how to select, ride, maintain .. 
9605 ENDURO-techniques of cross country racing . 

BASIC REPAIR GUIDES 
9451 ARIEL 200 & 247cc—1958-65 
9452 BSA 250cc—1954-68 
9453 BSA BANTAM—1948-66 
9454 BSA B & M models—343, 348, 
9455 BSA TWINS—500 & 650cc—1948-62 


9459 LAMBRETTA Motorscooter—to model LDB 
9533 LAMBRETTA Motorscooter—all models—57-70 
9538 J.A.P.—all 4-cycle—1927-52 

9537 NORTON DOMINATOR TWINS-55-65 .... 
9461 NSU QUICKLY—all models to 1965 





9535 ROYAL ENFIELD—250, 350cc—1958-66 

9536 WELOCETTE-single 8 twin-cylinder models .. 
9464 VESPA Motorscooter—1959-63 

9465 VESPA Motorscooter—GS & SS models—55-67 
9466 VILLIERS engine—1- and 2-cylinder models 


ADD 75€ POSTAGE & HANDLING TO ALL ORDERS 
CARBOOKS IN 2628 Atlantic Ave. 
’ * Brooklyn, N.Y. 11207 
Telephone orders (212) 342-0225 
HB | enclose full payment of 


INDICATE BY NUMBER THE BOOKS YOU WANT 
NAME 
ADDRESS 
CITY 


STATE ZIP 
SATISFACTION GUARANTEED OR YOUR MONEY BACK 





The range begins at about $20 for a good 
single tone lacquer job on a gas tank. A 
multi-colored candy-over-flake job (with 
maybe a hand-drawn mural thrown in) for 
frame, tank, and fenders will cost upwards 
of $300 or $400. Even if you eliminate a lot 
of trickery, a well done job in multi-colors 
is likely to run at least $175. 

There is one other alternative, if you are 
looking for a really grenade-proof layer of 
paint and are willing to sacrifice a large 
choice of colors. In most areas there are 
numerous industrial enameling outfits that 
can easily handle objects even as big as 
frames, with true hi-temp baking enamels. 
These are not as pretty as most custom lac- 
quer jobs, but they will last longer. 

Finally, if you really insist on doing the 
parts yourself, get into it gradually. You 
can start by messing around with spray 
cans (see Notes on Spray Cans). There are 
also a number of portable spraying units 
with detachable paint jars sold by Crown, 
Metalflake, and Sprayon, which allow you 
to vary thinner mixes for different temper- 
atures, and to add some of the special pig- 
ments and glitters. Beyond that, some of 
the smaller tankless compressors and 
bleeder-type guns are quite inexpensive; 
many of the smaller paint guns can be run 
on Freon or compressed air power packs. 
A large professional system with two-stage 
compressor, tank, and fully adjustable gun 
would be the last step. Before committing 
yourself to any single unit in this league, 
see what local painters recommend and try 
some via renting first. 


Conclusions: The final advice is— 
1. Staying with one brand and one type 
of paint will bring you the least trouble, 
especially if the manufacturer’s instruc- 
tions are followed. 
2. If we were to choose any one type of 
paint to work in, it would be acrylic lac- 
quer; most of the old-time professionals 
we know use it. Acrylic lacquer, because 
it is an uncured coating, does have occa- 
sional hassles with gasoline. Some of the 
new gas-proof top coats that can be laid 
over lacquer show promise in this area. 
Above all, don't let any of the preced- 
ing keep you from grabbing a budget 
can of paint at Barry’s Bargain Barn 
and going at your gas tank full spray 
ahead. Even if you blow it you won't 
have to scrape off acres of paint to get 
back to bare metal, and you’ll know 
what not to do next time. 


Paint Supplies 

Bulk-packaged professional paints 

The following companies, among others, 
supply complete paint systems in acrylic 
lacquer, alkyd enamel, and acrylic enamel. 
In addition they produce a whole range of 
related items—paint removers, strainers, 
sealers, plastic body fillers, preparation 
treatments, rubbing compounds, etc. They 
do not sell direct to the retail customer, 
but their products are available at local 
auto body supply houses: 
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IN FACE SHIELDS 
ONE NAME 
STANDS OUT 
ABOVE 
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Compare a 
Paulson with any 
other shield. The clarity 
and quality of the Paulson will 
stand out every time. If you want 
the best — insist on a Paulson! 
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and Shield Bubble Shield 
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MANUFACTURING CORP. 
FALLBROOK, CALIF. 92028 
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1. Ditzler (PPG Industries, Inc., De- 

troit, Michigan) 

2. DuPont (E.I. DuPont de Nemours & 

Co., Wilmington, Delaware) 

3. Rinshed Mason (Interchemical Cor- 

poration, Detroit, Michigan) 

4. Acme (Acme Automotive Finishes, 

Detroit, Michigan) 

This list is just a sampling—there are 
various other suppliers—Mobil, Limco, 
Sherwin-Williams, etc. 

Special metallic glitter and other special 
paint additives 

1. Metalflake Inc., Box 950, Haverhill, 

Massachusetts. 

2. Meadowbrook Inventions, Mine 

Brook Road, Bernardsville, New Jersey. 

3. The Mearl Corp., 41 E. 42nd St., 

New York, N.Y. (Pearl pigments— 

wholesale only). 


Special Paint Systems 
1. Metalflake (as above) produces a 
complete line of custom finishes, (can- 
dy, pearl, flake, etc.) very wide variety 
of colored lacquer primers, and a ure- 
thane-catalyzed acrylic enamel as a gas- 
oline-proof top coat (Crysta-cryl). 
2. Colors, Inc., 115 Wyoming Ave., 
Kingston, Pennsylvania, has recently in- 
troduced a line of urethane paints based 
on a system of epoxy primers, nitrocell- 
ulose candy lacquers, and a special clear 
urethane top coat. 
3. Acme (as above) produces Glama- 
cryl, a catalyzed acrylic enamel suitable 
for candies, flakes, etc. 
4. Lubritech, Inc., 7106 Barry St., Rose- 
mont, Illinois, sells both professional 
bulk paints and spray cans. They have 
an unusually large selection of stock fac- 
tory colors for motorcycles—at last 
count 117 reds alone were available. 
5. Aero-Lac, 920 Market St., San Fran- 
cisco, California, specializes in custom 
finishes and mixes in spray cans. 
6. Sperex Corp., 2239 Pontius Avenue, 
Los Angeles, California, has a line of 
high temperature paints. 


Recommended Literature 
1. The Art of Custom Painting—$4.95— 
from Metalflake, Inc., Box 950, Haver- 
hill, Massachusetts 01830. 

An excellent instruction book detail- 

ing the use of special finishes and effects 
on bikes and cars. 
2. Ditzler Repaint Manual—$1.50— 
from PPG Industries, Inc., Ditzler Auto 
Finishes, P.O. Box 5090, 7 Oaks Sta- 
tion, Detroit, Michigan 48235. 

A good outline on basic paint proce- 
dures, with specific instruction about 
spray-gun methods. 

3. Basic Bodywork and Painting— 
$4.95—Petersen Publishing Co., 5900 
Hollywood Bivd., L.A., Calif. 90028. 

An extensive book on both basic paint 
techniques and custom finishes. Slanted 
more towards auto body repair, but still 
very useful. 

(Continued on page 96) 
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A COMPLETE SET OF 
MATCHED STORAGE CASES 


(A) 60-unit cassette case. 

1314” high x 125%” deep x 51%” wide. 
(B) 30-unit cassette case. 

1314” high x 6%,” deep x 514” wide. 


(C) 12-unit cartridge case. 

1314” high x 614” deep x 414” wide. 
Units A, B and C have 'tilted compartments 
to prevent spillage and include pressure 
sensitive labels for titling. 

(D) 6-unit 7” reel case. 
8” high x 714” deep x 5” wide. 
Holds reels in original boxes. 
(E) 20-unit 12” record case. 
1314” high x 121%” deep x 314” wide. 
Holds records in original jackets. 


Here's the ideal solution to the problem of keep- is elegantly embossed in gold and comes in your 
ing all your records and tapes stored neatly, choice of three popular decorator colors—black, 
safely, conveniently and attractively. A complete brown and green—so that they lend themselves 
set of matched storage cases, designed by the readily to the decor of any room. 


editors of STEREO REVIEW magazine, for your 
records and all your tapes: cassette, cartridge 
and 7” reel. Now you can keep them side-by- 
side on your bookshelf or cabinet, easy to iden- 


STEREO REVIEW large capacity storage cases 
are just what you've been looking for—they're 
the ideal solution to keeping your records and 
tapes neatly stored for easy use. 


tify and readily available. or 
f ES 
These cases are sturdily constructed and cov- y CHARGE YOUR STORAGE CASE ORDERS au 


$ TO YOUR AMERICAN EXPRESS 
ered in a handsome leatherette. The outer case OR BANKAMERICARD ACCOUNT 





























































































Œ = Ziff-Davis Publishing Co., Dept. 23 CY-1173 a 
- One Park Ave., New York, N.Y. 10016 —— Sao Reel Cases @ $5.25 each; 3 for - 
M itt in the am tO pee eee ia 
a is enclosed (orate a zes 20-unit 12” Record Cases @ $5.95 each; -= 
| 3 for $17.00 
Charge: AMERICAN EXPRESS BANKAMERICARD 
[| O 9 Add 50c per unit ordered for postage and handling. a 
a Account # Outside U.S.A. add $1.00 per unit ordered. Payment a 
| f must be enclosed with order if not charged. a 
- Signature Check color choice for back of case (sides in = 
EB ———~60-unit Cassette Cases @ $15.95 each; black only): Brown U] Green Black y 
| 1 3 for $45.00 ` E 
A -—_— .30-unit Cassette Cases @ $11.95 each; Print Name | | 
a 3 for $33.00 Address _ u 
a -——  12-unit 8-Track Cartridge Cases @ $7.95 a 
A each; 3 for $22.00 Giras = State —="21p) a 
TIT i a na? 


Leathers 


When youre riding in the rough, you 
want leathers that shrug off anything 
that might rub you the wrong way. 
Hondaline leathers are the ticket. 
They’re in-the-boot leathers, 
made only of quality-grain cow- 4 
hide. Inside, nylon linings pro- 4 
vide additional comfort, and 
they have full padding at 
the knee, hip and thigh. 
Plus an extra layer of 
leather in the thigh and 
seat area. Leg zippers are heavy- 
duty brass. Hondaline leathers are available i in or attra 
tive colors with coordinated accent stripes. for style 
Available only at Honda Dealers. See them soon. — 











From the most experienced name in motorcycling From Hond 
©1973 American Honda Motor Co., Inc. 
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Our tie-down belts make 
= = 
loading up a cinch. 


When you take to the road, you can make sure that what you’ve 
strapped on back stays in its place with our SHUR-RELEASE 
belts. 

The sturdy 2000-lb.-test webbing is made to hold its own 
against the roughest roads and weather any condition. 

Five-inch locking handles make it a snap to cinch up your load 
or release it, even when the webbing is wet. And one of the two 
hefty %” steel holding hooks is vinyl coated to prevent slipping 
and scratching of your handlebars. 

The 2” x 6 belts are stitched with high-tensile nylon to assure 
a long, strong life. 

JUST $8.95. Sold in pairs and available in your choice of jet 
black, or red, white and blue stripes. 

For a look at our entire line of parts and accessories, send $1 
for our latest 28-page catalog. 
Circle Industries, Dept. 

Monte, CA 91733. 


= CIRCLE ınoustRries 


In the business of making things better 
All merchandise prices are FOB, South El Monte, Calif. 
CIRCLE NO. 40 ON READER SERVICE PAGE 


C , 2536 Seaman Ave., South El 
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Force yourself to save. 
Join the Payroll Savings Plan. 





























Take stock in America. 


With higher paying U.S. Sovings Bonds. 
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PAINT Continued from page 95 


In addition, numerous instruction 
manuals and flyers are available from 
manufacturers and local auto-body sup- 
ply dealers that outline the use of paints 
and spray equipment in general, and of 
specific products in particular. Most 
professional bulk-packaged products 
(including DuPont, Ditzler, R-M, Mo- 
bil, and Metalflake, among others) also 
have instructions on the can. 

The magazine articles that have treat- 
ed the “how-to-paint” subject are too 
numerous to list. It’s a well-worn sub- 
ject. On any given month it is likely at 
least one of the custom car or motorcy- 
cle publications will devote a story to 
some aspect of paint. If you have stacks 
of Cycle back issues, refer to July 1968, 
pages 40-41. © 


PAINT NOTES Cont'd. from p. 61 


cially at colder temperatures, spray cans 
may be gently warmed in water before- 
hand; surfaces to be painted can also be 
heated very slightly. 

The pressurization and propellant have 
only a limited power to eject and atomize 
the paint, so it is usually kept quite thin, 
and the margin between “too dry” and 
“too wet” can be narrow. Spray orifices 
are usually non-adjustable and not very 
elaborate, so that the density of paint de- 
posited can only be altered by changing 
spraying distance. Some makes come with 
a selection of spray tips, and you can gen- 
erally swap different sizes from various 
cans of spray paint, spray lubes, even hair 
sprays, to get different effects. Tips should 
be kept scrupulously smooth and clean as 
irregularities will upset the pattern. 

Finally, although most companies are 
conscientious in labeling and identifying 
their products, we have seen cans labeled 
“paint” or “finish” or “spray”” with no 
hint as to their contents. Even worse, we 
have seen at least one type of spray can 
labeled as “enamel” that was actually ni- 
tro-cellulose lacquer. Such mislabeling can 
quickly plunge the innocent buyer into se- 
rious compatibility problems. 

But don't expect to get the same results 
in terms of quality from aerosol painting 
that you could produce with a good spray 
gun system. 

Small spray units using separate canis- 
ters for propellant and paint can be suc- 
cessful on motorcycle jobs. Unlike spray 
cans they allow one to fiddle with the dif- 
ferent thinners and additives and paints, 
and are reusable. The propellant, instead 
of mixing with the paint, siphons it out like 
a regular spray gun so compatibility prob- 
lems are eliminated. The spray tips on 
these types are not interchangeable (about 
all you can do is drill them out), but if you 
want to familiarize yourself with profes- 
sional paints on a budget basis, this is the 
best way to do it. © 
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YOUR OWN GAMERA STORE 


— BETWEEN [rigores 
2 COVERS! |" 


1974 PHOTOGRAPHY 
DIRECTORY & 
BUYING GUIDE 


Your own camera store—between 2 covers! 
Now you can do your own comparison 
shopping at home. The Directory lists over 
3,000 products — still cameras, exposure 
meters, tripods, lenses, electric flash, spots 
and floods, close-up equipment, slide pro- 
jectors, dark-room equipment, movie 
cameras, movie projectors and film. Each 
listing comes complete with facts and fea- 
tures, specifications, manufacturers and 
distributors, prices, and exclusive ‘Buy 
Points” that clue you in on what to ask and 
look for at the store. Plus—a 16-page ref- 
erence section, including a complete guide 
to choosing and using filters, how to pick 
a 35mm color film, comprehensive metric 
conversion tables, a useful quick course in 
photographic perspective and much more. 


ZIFF-DAVIS SERVICE DIVISION—Dept. PD 
595 Broadway, New York, N.Y. 10012 


Please send me the new 1974 Photography 
Directory & Buying Guide. I’m enclosing $1.50 
plus 35c for postage and handling. ($2.50 for 
orders outside the U.S.A.) CY-1173 


print name 
address 
city 


state 


PAYMENT MUST BE ENCLOSED WITH ORDER 


MOTORCYCLE INSURANCE 


All forms for Motorcycle & Scooter Owners 
Write for details 


MOTORCYCLE UNDERWRITERS 
39 S. La Salle St. . Suite 1116 
Chicago. Illinois 60603 


The finest custom made leathers for the 
pleasure or sport rider. Factory direct only. 
Catalog available. 


2443 S.E. DIVISION, PORTLAND, ORE.97202 


SPECIAL CYCLE JACKET vests 


Vinyl, Feels and Looks 
l A Like Leather. . Jacket 192... 
6 > + Handsomely Tailored 
e Waterproof, Wind Resistant 
+ Zipper Sleeves & Front 
=r « Bottom Snap Front 
i + Quilted Lining 
Sizes — 36-38-40-42-44 
\ extra large. Nylon Foam Lining, 
L specify size 


VEST small, medium, large, 


Write CYCLE-JAC, Box 1271 s= 
è Color— Black Only » Evanston, Ill. 60204 VEST— $795 
No C.O.D. Orders è 30 Day Money-Back * Guarantee e Dealer Inquiries Invited 








BSA + TRIUMPH ° RICKMAN 


PARTS—ACCESSORIES—Largest stock Mid- 
west. Fast mail order service, shipped C.O.D. 
Send year model #, C.C., etc. with all orders. 
Complete repair dept. 

MOTORCYCLE HEADQUARTERS 
713-B Roosevelt Rd. + (312) 344-3170 * Maywood, III. 60153 
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MAICO 450 Continued from page 43 


ceptionally well once the jetting was ze- 
roed into the environment. The totally en- 
closed air box and internally-mounted 
cleaner, combined with full-range carbure- 
tion accuracy, keeps the Maico from re- 
quiring a plug change through a half-dozen 
tanks of fuel. 

The engine’s befuddling ability to pull 
from 3,000 rpm and accelerate like a nitro- 
burner from 4,500 rpm is a shock to any- 
one used to riding something smaller. The 
engine power never takes the rider by sur- 
prise, is totally predictable and always use- 
ful. Its the mistake-proof, idiot-proof en- 
gine every rider and racer has wished for. 
An error in judgment going into, through 
or out of a corner doesn’t mean you have 
to start grabbing for gears—just roll on the 
throttle. And because the engine isn’t at all 
pipey there’s no explosive, out-of-control 
power-surge to cope with. 

Most surprising is the engine’s running 
smoothness. In comparing the 450 with the 
Honda 250 Elsinore, Kawasaki 250 MX 
and CZ 250 MX, the 450 proved to be ev- 
ery bit as smooth as the smaller displace- 
ment machines. The only points that trans- 
mitted an uncomfortable tingle were the 
harsh, round footpegs that present a sharp- 
er platform at the arch of the foot than flat 
U-shaped pegs. 

This particular test machine was the 
first wide-ratio 450 to arrive in the United 
States. A day had been spent testing the U, 
or close-ratio version, so a good compari- 
son could be made with the K, or wide-ra- 
tio model. Normally, with the 400 engine, 
the close-ratio gearbox is the hot setup for 
motocross. But with the 450, the wide-ra- 
tio box is right on the money for motocross 
as well as for racing across the desert, fire- 
roading or plonking in the outback. Even 
with the more distant span between gears, 
the super-wide power spread overlaps from 
one shift to another. 

The chassis is the eighth wonder of mo- 
tocross. No factory in the history of racing 
has made such broad use of a single chassis 
as has Maico. The same tubular chrome- 
moly frame is used for the 125, 250, 400, 
450 and 501 racers and enduros. The only 
variation involves the 125’s swingarm and 
triple clamps. The forks, shocks, seat, bars, 
fenders, wheels and gas tank are all the 
same. Cost justifies the kinship—but the 
superb handling of each model makes this 
German marque unique in its ability to de- 
sign and produce one frame so near-perfect 
in performance for so many models. No 
motorcycle in motocross handles better 
than the new 450 Maico. A rare few han- 
dle as well, and a bunch handle worse. Off 
the line the smooth, straight acceleration 
of the Maico is representative of what a 
broad powerband and proper chassis ge- 
ometry can supply. More explosive ma- 
chines squirm in the mud, through corners 
and in the rough. The 450 tracks 
straight—and the rougher the course, the 
brighter the Maico shines. 


POSTAGE 
PAID 


ORDER TODAY! 
Specify your waist 
size for perfect fit. 

To order, send cash, 
check or Money order. 
Or call 312/637-1007 


MM LIMITED oeer. 8 
7191 W. GRAND e CHICAGO, ILL. 60635 


DEALER, DISTRIBUTORS AND REPS. PLEASE INQUIRE 


ALTERNATE BUCKLE STYLES 

Baked enamel Harley #1 crest. 
Also, Triumph and Honda crests 
(not shown) only $1.00 extra 
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FREE COLOR DECAL with catalog 

HONDA of MINEOLA 

336 Jericho Tpke. Mineola, N.Y.11501 (516) 248-5558 
SEND COUPON or CALL TODAY! 

Send me__— Honda catalog(s). c 

Enclosed is payment of $ 

Name 
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It feels very different from other moto- 
crossers. Rather than being light afoot 
with an airy front wheel, the Maico keeps 
both wheels on the ground most of the 
time. The long-travel front forks are flex- 
free, give a cushiony ride, and gobble up 
terrain irregularities. Black rubber gaiters 
cover external springs that run from the 
bottom of the lower triple clamp to the top 
of the sliders. Exceptional strength and ri- 
gidity are the result of long, hard-steel 
stanchions and lengthy aluminum sliders. 
Mounting the front wheel axle on the for- 
ward part of the sliders, rather than on the 
bottom, permits the sliders’ length to ex- 
tend below the wheel's center. This in turn 
allows Maico to use longer stanchions— 
which extend further into the sliders. The 
end result is forks that probably are the 
strongest in the sport. To maintain a prop- 
er amount of trail with the axle in this for- 
ward position, the aluminum triple clamps 
hold the fork legs closer to the head-stock 
center line. 

Maico places more weight bias (45.5 per 
cent) on the front wheel than most moto- 
crossers. Both the engine and footpegs are 
quite far forward and allow even more bias 
to be transferred to the front when the rid- 
er is standing—which enables the rider to 
steer the Maico more by turning the bars 
than by using a lot of body English. 

Rider comfort is one of the highlights of 
the new 450. The heavily padded saddle is 
an outgrowth of the Ake Jonsson era and 
does wonders to reduce shock and fatigue 
to the riders under-carriage. All who rode 
the Maico were pleased with its comfort, 
ride and lack of vibration. 

While once troubled with terribly weak 
wheels and rims, the new Maicos are final- 
ly properly equipped. The front hub is a 
light aluminum casting, laced to a 21-inch 
rim. At the rear, a sheet-steel conical hub 
laces to an 18-inch rim. Both rims are new 
Radialli hoops from Italy. They are thickly 
chromed and have a sturdy W-shape that 
resists bending and doesn't pack with mud. 
With 8 psi in the front Metzeler Six Day 
knobby and 10 to 12 psi in the rear 4.50 
Metzeler Motocross, no dings or bends ap- 
peared in the rims by the conclusion of the 
testing period. 

Good as it is, the booming 450 isn't per- 
fect. Before this test even really began, 
problems appeared. Initially the kick-start- 
er shaft bound up in the case cover, which 
subsequently caused binding of the shifter 
shaft. Open heart surgery exposed a poor 
weld on the kick-starter shaft that had 
crystalized and broken. Closer inspection 
revealed a cornucopia of poorly cleaned 
parts and burrs in and around machined 
areas. It's obvious that the factory is hav- 
ing their fair share of labor problems 
which lead to poor quality control. It 
would be good insurance for a new Maico 
owner to inspect the internals of the engine 
after one or two tanks of gas have been run 
through it. Detailing the engine, even blue- 
printing, might save an expensive repair 
bill later. 
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O° Pr e er A mame Lip rare) 


And that’s putting it 
mildly! 


For two greenbacks you can’t 
go wrong with this super- 
great 40” x 30” eight-color 
antique car chart. Even with- 
out a frame (and you can 
frame it if you like) it’s about 
the grooviest wall decoration 
you’ve ever seen. Perfect for 
rumpus room or den, billiard 
room or boudoir, office or— 
what’s the difference, put it 

_wherever you like—it makes 
a great wall decoration and is 
really super to see. Only two 
bucks — how can you go 
wrong! 


Ziff-Davis Service Division 
595 Broadway 
New York, N. Y. 10012 


Affirmative! Send me 
charts at a deuce each. I’m en- 


closing $ cy-1173 





Print Name 





Address 





City 





State 


PAYMENT MUST BE ENCLOSED 
WITH ORDER ` 
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For some reason the Girling rear damp- 
ers and springs didn’t perform well at all. 
When used continually the dampers would 
heat to the boiling point and begin to hy- 
draulic on the down-stroke. 

On the dynamometer, the exhaust sys- 
tem proved that it was working well. But 
the price to be paid appeared on the head 
temperature thermometer reading. Heat 
build-up from trapped gasses backing up to 
the exhaust port caused concern about 
how long the engine would run wide open 
under load without cooking itself. No 
damage occurred either on the dyno or 
during field testing, but the temperature 
rise from the muffler could conceivably 
cause over-heating in a long, difficult 40- 
minute moto. 

After a quick break-in, dyno test and 
hard cross-country chase, the final phase 
of testing came during a Sunday afternoon 
motocross in 110-degree heat at a Califor- 
nia high-desert track. Competition came 
from local Yamaha, Husky 400s, CZ 400s 
and Suzuki 400s. In the first turn of the 
first moto it was obvious that none could 
match the vicious acceleration of the 450 
Maico. But a new 450 Kawasaki MX was 
also on hand with a slightly more capable 
rider than our Maico pilot. On the 
straightaways it was a toss-up for accelera- 
tion—the Maico grunting with torque, the 
Kawasaki shrieking with horsepower. In 
and out of turns and in the rough the han- 
dling superiority of the Maico was appar- 
ent. The Maico would get a better drive 
coming off berms and out of turns and 
track straighter in the whoop-de-doos. 

A question that came up during the test: 
why did Maico introduce the 450 at this 
time? They already have a 400 model that 
has more than proven its authority on mo- 
tocross tracks throughout the world. Yet 
both models are being imported and sold. 
The 450 certainly has the stronger engine 
of the two. But on a motocross track, it 
would be virtually impossible to say which 
is best. The only differences between the 
two are the 450’s 5mm larger bore, broader 
powerband and $60 additional cost. 

The new 450 Maico is the most rideable 
motocrosser made today for both profes- 
sional and novice riders. But the decision 
to buy one must be based on a money-be- 
damned proposition. At $1,698, the 450 
Maico is far and away the most expensive 
production motocrosser being sold. It’s a 
professional racing machine, built on an 
engineering borderline. It’s not designed 
for the average rider, let alone the masses. 
If you want a motocrosser that can be 
raced flat-out right out of the crate, forget 
the 450 Maico. If you want a machine that 
can be ridden and raced with minimal care 
and attention, forget the 450 Maico. If you 
want to spend as little as possible on pur- 
chase price and maintenance, forget the 
450 Maico. But if you want to win—or 
own a machine that has demonstrated its 
comparability to the $25,000 Japanese 
works motocrossers—or both, the big-bore 
Maico is what you should buy. © 
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POWER OPTION 


Your stock bike is great. . . if it’s all you 
can handle. When you’re ready for more 
horsepower, torque and performance. 
You’re ready for Hooker Headers. 
Sophisticated, high performance exhaust 
systems. The best. Engineered, designed, 
dynotuned by pros. The largest builder of 


high performance exhaust systems in the 
world. Hooker Headers. When you want the 
best. Available at better dealers for popular 
Two and Four cycle bikes. For complete in- 
formation and two Hooker decals, send 50¢ 
handling to Hooker Headers, 1032 TF West 
Brooks Street, Ontario, California 91762. 


CIRCLE NO. 44 ON READER SERVICE PAGE 


TRIPLE “A” CHAMPION NGK DUNLOP 


ACCESSORIES 


Now you can purchase acces- 
sories from a warehouse outlet. 
Take advantage of discounts up 
to 25%. All items selected by 
our professional staff of motor- 
cycle people. 

FULLY GUARANTEED 

* FREE CATALOG * 


Accessories 
International 


P.O. Box 1203 
San Luis Obispo, CA. 93406 
805/544-8381 


BELL BATES CALAFIA JOFA TRELLEBORG 


YOKOHAMA TORSTEN HALLMAN WEBCO KONI GIRLING 
WAYVA ONIMIA 3308 TINA YVIDJOL SYILIVM 1119 





DOUG SCHWERMA'S . 
MP 
AA O 


RACING Ú FRAME 


ny, wa 5 
(7 ye 
o 
Br Scuweama PRO 


YAMAHA HONDA 
KAWASAKI TRIUMPH BULTACO: 


CHAMPION RACING FRAMES 


SUZUKI 


23684 Clawiter Road : 
Haywood, California 94545 
Phone: 415-782-3121 





NEWSLINE Continued from page 88 


Rand Company at 27448 Michigan Ave- 
nue, Inkster, Michigan 48141 for further 
information or call 313/565-3343. 


CIRCLE NO. 8 ON READER SERVICE PAGE 





Super T-Shirt: On or off track, Bell’s new 
Super T-shirt is a winner. Manufactured of 
heavy 100 per cent cotton, the Super Shirt 
is more than just a T-shirt. 

The shirt is of rich red with a broad 
white stripe and the Bell logo running 
across the chest. 

They’re available in small, medium, 
large or extra large, the Bell Super Shirt 
can be worn inside or outside trousers or 
shorts. Suggested price is $5.50 at your lo- 
cal motorcycle dealer. 

For information on the T-shirt and oth- 
er Bell equipment write Bell Helmet, 2850 
East 29th St., Long Beach, Calif. 90806. 

CIRCLE NO. 9 ON READER SERVICE PAGE 





Cycle Suds: ILC Industries new foam will 
clean your motorcycle in minutes. ILC's 
Cycle Suds deeply penetrates and envelops 
grime and grease, lifting and suspending 
the soil in thick lather. This enables you to 
get a quick clean rinse without streaks. 
The ILC cleaning cycle includes a protec- 
tive coating to inhibit rust and corrosion. 

Cycle Suds is harmless to all parts of 
your bike, since it's nonflammable, non- 
explosive, nontoxic, noncaustic and non- 
fuming. It's also 99 per cent bio-degradable 
in seven days. 

For more information write to ILC In- 
dustries, Inc., 350 Pear Street, Dover, Del- 
aware 19901. 

CIRCLE NO. 10 ON READER SERVICE PAGE 
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Free Information Service 


Here's how you can get additional information at no charge, 
concerning products and services advertised in this issue, and items 
mentioned in the New Products Editorial Section. 

1. Clip one of the coupons (two are provided in the event a second 
person reading this copy wishes to use the service). Print or type your 
name and address where indicated. Be sure to include Zip Code. 

2. Please answer a// questions and circle the number on the coupon 
which corresponds to the number at the bottom of the advertisement, 











or New Products Editorial Listing, for which you want additional 
information. (Key numbers for advertised products also appear in 
advertiser's index on the opposite page.) 

3. Paste the coupon on a government post card or place it in an 
envelope and mail to: 

CYCLE, P.O. Box 2904, Clinton, lowa 52732 

4. Your request for information will be forwarded to the appropriate 
companies. Please allow 4 to 6 weeks for them to fill your requests. 
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EXPIRES DECEMBER 28, 1973 CC 11/73 12 [EXPIRES DECEMBER 28, 1973 CC 11/73 1 
Name | Name 

Address Address 

City. > ee E State Zip Code Cy ARA State Zip Code 


PLEASE ANSWER ALL QUESTIONS BELOW AND TYPE | 
OR PRINT AS CLEARLY AS POSSIBLE 


1. How many motorcycles do you now own? 
AQ1 BU2 cU3or more D O None | 


FOR MOTORCYCLES CURRENTLY OWNED, PLEASE COMPLETE | 
THE FOLLOWING: | 


Answer for most recent purchase if more than one is owned. 


2. What make? l 


AUsBSA DÜH-D GO Kawasaki J [O Suzuki 
BOBMW EQ Hodaka HO Norton KU Triumph 
CO Bultaco F Honda | O Ossa L O Yamaha 
MO Other 

3. What engine size? 
A O 40-99cc D U] 3C0-399cc G O 600-699cc 


H O 700-799cc 
J 0800cc & up 


E O 400-499cc 
F 0 500-599cc 


B O 100-199cc 
c O 200-299cc 


4. Excluding motorcycle (s) currently owned, had you previously 


owned a motorcycle? 1 O Yes 20 No 
lf YES: 
5. What make? (Most recently owned, if more than one.) 
AUBSA DOH-D G U Kawasaki K O Suzuki 
B O BMW E O Hodaka H O Norton L O Triumph 
c O Bultaco F O Honda J O Ossa ML] Yamaha 
N O Other 
6. What engine size? (Most recently owned, if more than one.) 
1 0 40-99cc 4 O 300-399cc 7 D 600-699cc 
2 U] 100-199cc 5 O 400-499cc 8 O 700-799cc 
3 O 200-299cc 6 O 500-599cc 9 [1800cc & up 
7.Do you plan to a a new motorcycle within the next 12 months? 
No 
YES: 


AO BSA DOH-D GO Kawasaki J O Suzuki 


BUBMw EL Hodaka HO Norton K O Triumph 
CU Bultaco F Honda 1| O Ossa L O Yamaha 
M O Other 


9. What engine size? 
A O 40-99cc 
B O 100-199cc 
c O 200-299cc 


G O 600-699cc 
H O 700-799cc 
J 0800cc & up 


D O 300-399cc 
E O 400-499cc 
F [1500-599cc 


10. How much do you plan to spend on motorcycle accessories (e.g. 
protective clothing, goggles, special instruments, tools, mirrors, 
etc.) within the next 12 months? 

1 O Less than $30 3 O $50-$59 5 O $100-$149 
2 0 $30-$49 


11. What is your age? 
AU Under 18 CO21-24 EO35-44 GO55-64 
B018-20 


7 O $200-$299 


4 O$60-$99 6 (1$150-$199 8 C $300 or more 


DO25-34 FO45-54 HO 65 or over 


For information on items circle numbers below. 

1 2 3 4 5 6 7 8 95 108 711081127 213,214 15 
16,417. 187% 19777205 724) 822 23h 24 ZO ZO 52759 :28: 297730) 
31 32 33 34 35 36 37 38 39 40 41 42 43 44 45 
46 47 48 49 50 51 52 53 54 55 56 57 58 59 60 
6124627763, 1.64. 105157662 672) ¡6812569 70 +71, 212.7 737274 775 
76 77 78 79 80 81 82 83 84 85 86 87 88 89 90 
91..92:.93= 94 95 96: 97 :98 99-100 
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| 
| 
| 
| 
| 
| 
| 
| 
| 
| 
| 
| 
| 
| 
8. What make are you most seriously considering? (Check ONE.) | 
| 
| 
| 
| 
| 
| 
| 
[1 
| 
| 
ie 
| 
| 
| 
| 


PLEASE ANSWER ALL QUESTIONS BELOW AND TYPE 
OR PRINT AS CLEARLY AS POSSIBLE 


1. How many motorcycles do you now own? 
AD1 BO2 CO3ormore  DINone 


FOR MOTORCYCLES CURRENTLY OWNED, PLEASE COMPLETE 
THE FOLLOWING: 


N Answer for most recent purchase if more than one is owned. 


2. What make? 


AU BSA DOH-D GO Kawasaki JO Suzuki 
BOBmw EO Hodaka HO Norton KO Triumph 
CO Bultaco F Honda I O Ossa L O Yamaha 
MO Other 


3 What engine size? 
O 40-99cc G O 600-699cc 
H O 700-799cc 


J 0800cc & up 


D O 300-399cc 
E O 100-199cc E O 400-499cc 
c O 200-299cc F O 500-599cc 


4. Excluding motorcycle(s) currently owned_ had you previously 
owned a motorcycle? 11) Yes 2 O No 


lf YES: 

5. What make? (Most recently owned, if more than one.) 
A OBSA DOH 'G O Kawasaki K O Suzuki 
B O BMW EO Hodaka H O Norton L O Triumph 
c O Bultaco F O Honda J O Ossa MO Yamaha 
N O Other 

6. What engine size? (Most recently owned, if more than one.) 
1 O 40-99cc 4 O 300-399cc 7 O 600-699cc 
2 U 100-199cc 5 O 400-499cc 8 U] 700-799cc 


3 []200-299cc 6 O 500-599cc 9 O 800cc & up 


7. Do you plan to buy a new motorcycle within the next 12 months? 
AU Yes BLINo 


-= 


MES: 


8. What make are you most seriously considering? (Check ONE.) 


AUBSA DUH-D G O Kawasaki JO Suzuki 
BOBMW EDJHodaka HO Norton KO Triumph 
CO Bultaco F Honda 1| O Ossa LO Yamaha 
M O Other 

9. What engine size? 
A O 40-99cc D O 300-399cc G O 600-699cc 


H O 700-799cc 
J 800cc & up 


E O 400-499cc 
F (1500-599cc 


B O 100-199cc 
c O 200-299cc 


10. How much do you plan to spend on motorcycle accessories (e.g. 
protective clothing, goggles, special instruments, tools, mirrors, 
etc.) within the next 12 months? 
1 O Less than $30 30 $50-$59 501$100-$149 7 $200-$299 
2 0 $30-$49 4 O $60-$99 6[1$150-$199 81]$300 or more 


11. What is your age? 
AD Under1g CO21-24 EO35-44 GO55-64 
B018-20 DO25-34 FO45-54 HO65 or over 


For information on items circle numbers below. 

2 3 4 5 6 7. 8 9: 10.711 1272137514 515 
16 .17 18 ‚19 20) 21. 22,23 24 255426227 28: 297 30 
31 32 33 34 35 36 37 38 39 40 41 42 43 44 45 
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91 92 93 94 95 96 197 | 98991100 


Cycle 


MARKET PLACE 


GENERAL INFORMATION: First word in all non-display classified ads set in bold caps at no extra charge. ALL copy subject to publisher's approval. All 
advertisers using Post Office Boxes in their addresses MUST supply publisher with permanent address and telephone number before ad can be run. Closing 
Date: 3rd of the 2nd month preceding cover date (for example. March issue closes January 3rd). Send order and remittance to Hal Cymes. CYCLE, One Park 





Avenue, New York. 10016. 





FOR SALE 





ROYAL-ENFIELD 


RICKMAN-ENFIELD 750cc! Disc brakes both wheels, many 
superb features, limited stock! Special: $1695.00. Chariot 
Cycle, Ltd., Box 3534, Station “B,” Winnipeg, Canada. 
R2W 3R4. Telephone: (204) 582-6123. Canadians: add 
$150.00. 


ROYAL-ENFIELD engine units, brand new! Complete with 
carburetors! Special: $550.00. Chariot Cycle, Ltd., Box 
3534, Station ''B,' Winnipeg, Canada R2W 3R4. 
Canadians: add $50.00 











ACCESSORIES 


TWISTASSIS 
Applies adjustable torque 


to twistgrip. 
Mounts easily inside most 


7/8” handlebars. 
Money back 
guarantee! Info on request. 
Dealers inquire. 
Give make & model es 
pat, CMB MFG. CO, DEPT, A 
BOX 57, TEMPE, AZ. 85281 





$7.95 PPD. 





Camping and Touring Gear 
for Bike Riders. > 
x 


Tents, Sleeping Bags, a | 
Stoves, Cooksets, i 

Tools, Apparel, Books, 
Bike Accessories E 


PLUS... ROAD SYSTEMS 


BIG NEW CATALOG — 25¢ 


REAT OUTD 
LO * eee 


420G South Fairview, Goleta, CA 93017 
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Parts—Accessories +. Mailorder 


Yoü won't believe how complete and 
well illustrated this catalog is! 


Send $1.00 to: 


H.O.H. MAILORDER STORE 
2478 W. EL CAMINO REAL ; 
MOUNTAIN VIEW, CALIFORNIA 94040 








SUPER prices on quality motorcycle accessories. Write: 
Design Cycle Products, 944 Elgin, Winnipeg, Canada, R3E 
184. U.S. Inquiries. 





APPAREL 





BUG COLLECTORS Ar eae See aes eee ee eee Ese 
STOP plucking bugs from your eye- 
balls!! These cycle riders’ sunglasses, 
give full coverage, and come with cable 
earpieces so they can't fall off. Adjust- 
able triple-braced metal frames, impact- 
resistant optical glass lens in choice of 
yellow, green, or grey. Carrying case in- 
cluded. Fast Delivery. If not satisfied, return within 30 days for full 
refund. Send $4.95 for 1, $8.95 for 2, or $11.95 for 3 pairs Postpaid. 
For Air-Mail add .50 per pair. Foreign orders add .80 per pair. 


HIDALGO SUPPLY CO., Dept. C 


Banunnan 1405 South Post Oak Road, Houston, Texas 77027 unannunza 
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FINEST QUALITY LEATHER motorcycle jackets, shirts, 
pants, boots, belts, gloves, vests, helmets, raingear, 
saddlebags, tools, accessories. World's lowest prices. 
Immediate delivery. Catalog 25 cents. Herm's Leathertogs, 
Dept. C., 701 Northhampton St., Easton, Pa. 18042. 


BEP PP RAR RARA REA AAA RARA RARA AAA ER EE RARA 


de DEALERS e CLUBS eRACERS e EGOTISTS 


‘PRINT MER OWN T-SHIRTS 


EXPERT RESULTS trom EASY TO USE SILK SCREEN KIT 
Tet ta ta read Specity ink 
PERSONALIZED, READY 

















cycle company 
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BUSINESS OPPORTUNITIES 





$200.00 Daily in your Mailbox! Your opportunity to do what 
mailorder experts do. Free details. Associates, Box 136- 
CY, Holland, Michigan 49423 


FREE SECRET BOOK ' "2042 Unique, Proven Enterprises. 
Beat inflation with fabulous, successful “Little Knowns.' 
Work home! Haylings-B3, Carlsbad, CA 92008 


$2,000. 00 MONTHLY selling information by mail. Ropchan, 
Box 53411, Sherman Oaks, Calif. 91413 


LEARN AUTO UPHOLSTERING & vehicle interior 
customizing. Save BIG MONEY, EARN BIG MONEY! Start 
with your own car, learn at home, spare time, through 
A.U.l. proven home instruction course. Includes custom 
and standard cars, boats, campers, trailers, bucket and 
standard seats, tops, headliners, auto glass, carpeting, 
diamond tufting, tuck & roll —everything to make you a real 
auto trim expert in few short months! Tools & do-it-yourself 
kits included. Send for FREE facts and auto trim career 
booklet. AUTO UPHOLSTERY INSTITUTE, BOX 64-ZCYC, 
ORANGE, CALIF. 92669. 














EMPLOYMENT INFORMATION 





EXCITING Overseas Jobs—Directory $1.00. Research 
Associates, Box 889-E, Belmont, California 94002. 


OVERSEAS JOBS—Now hiring. 103 countries, all 
occupations, high pay, free transportation, tax benefits. 
Latest computerized reports—$2.00. TRANSWORLD, 
International Airport, Box 90802-CY, Los Angeles, 
California 90009. 


AUSTRALIA—NEW ZEALAND WANTS YOU!!! 50,000 Jobs! 
Paid transportation! Latest information and forms. $1.00. 
AUSTCO, Box 3623-CY, Long Beach, Calif. 90803. 


OVERSEAS Employment... Australia, Europe, Asia, South 
America! All occupations! $700-$4,000 monthly! 
Employment International, Box 29217-WX, Indianapolis, 
Indiana 46229. 














EQUIPMENT AND PARTS 





$100,000.00 NEW AND USED parts for old American motor- 
cycles, will take 25% for the lot. Catalogue 50 cents. 
Ballak, 811 N. 9th, St. Louis, Mo. 63101. 

BMW and NSU Motorcycle complete parts and service 
WEST VALLEY CYCLE SALES, P.O. Box 2068, WINNETKA, 
CALIFORNIA 91306. Mailorders handled promptly. 

















NON-DISPLAY CLASSIFIED: COMMERCIAL 
RATE: For firms or individuals offering commer- 
cial products or services. $1.25 per word (includ- 
ing name and address). Minimum order $12.50. 
Payment must accompany copy except when ads 
are placed by accredited advertising agencies. 
Frequency discount: 5% for 6 months; 10% for 12 
months paid in advance. READER RATE: For 
individuals with a personal item to buy or sell. 90 
cents per word (including name and address). NO 
MINIMUM! Payment must accompany copy. 
DISPLAY CLASSIFIED: One inch by one column. 
$60.00: Two inches by one column. $120.00: Three 
inches by one column. $180.00. Column width 2- 
1/4”. Advertiser to supply film positives. Please 
write or phone for frequency rates 





IF YOU NEED 


PARTS 


WE WILL SHIP 


ANYWHERE ¡MMEDIATELY. 


an CYCLE CITY Inc. 
PARTS 


Call 516-842-5771 
World’s largest inventory 
for Itallan motorcycles 
Rebuilt Engine Exchanges 


COSMOPOLITAN MOTORS, INC. 
Hatboro, Pa. 19040 
(215) 672-9100 | 


HONDA PARTS 


"ONE DAY MAIL WORLDWIDE 
State: Model No., year, frame, & engine nos. 

COMPLETELY NEW 80 PAGE PARTS-ACCESSORY CATALOG 
Send 606 postage & handling ($1.50 air) 


HONDA of MINEOLA 


336 Jericho Tpke., Mineola, N.Y. 11501 (516) 248-5558 


PA RTS 


1 Day Mail Order Service 
NATIONWIDE 


From New England's Leading BSA Dealer 
NORFOLK Box 81, Rte 1A, 


Norfolk, Mass. 02056 
MOTORCYCLES Call (617) 384- 7555 








WARDS RIVERSIDE 
MOJAVE (By Benelli) 
PARILLA 

CAPRIOLO 

MV AGUSTA 250 
BIANCHI 

CAPRI SCOOTERS 

















` FORKING BY FRANK 


Fine fork tubes and front 
suspension components- springs, 
collars, crowns, trees, braces, 
fork tube nuts. Reliable fit. 
Reliable delivery. 
FRANK'S 
Maintenance & Engineering 
945-49 Pitner 
Evanston, Illinois 60202 








PARTS WAREHOUSE 


Supply ing all your needs for original 
Honda parts 


Also featuring: Custom, Moto-X & Enduro 

accessories. Phone & mail orders sent COD 

incl. frame & engine nos. —Parts nos, if dir. 
Dealer inquiries invited 


CARR'S HONDA CENTER, 6800 N. CLARK ST., 
CHICAGO, ILL. 60626 312-274-7777 








SUZUKI PARTS: Large inventory—Champion Motorcycles, 
840 Main, St. Charles, Illinois 60174. 


BARGAIN Hunters! Discount accessories! Peanut tanks, 
$15.00; fork tubes; sissy bars; many more chopper items! 
Free discount catalogue. Tombstone Cycle. 820 Kildonan 
Drive, Winnipeg 15, Manitoba, Canada, U.S. Inquiries. 


HONDA PARTS you can't find, try Spring Branch Honda, 
9702 Old Katy Road, Dept. C., Houston, Tx. 77055. Pho 
(713) 464—6205. Give: model year, frame, eng. number. 
Powroll—Dunstall —Yoshimura—Honda Speed Parts. 











Hi-Rise 
Handlebars 
Cables, 


Bars 8”, 10”, 12” & 15” with clutch, 
brake and one throttle cable $25.00. 
Triumph, BSA, Norton, Honda, Yamaha, 
BMW, Suzuki and Kawasaki. 


Speedo cables +10’ Honda, Yamaha 
$9.00. Brake hoses Triumph, Yamaha, 
Kawasaki upper or lower, $9.00. 


HALL'S MOTORCYCLE SALES 
DEPT. C, BOX 4103, ALEXANDRIA, LA 71301 


Hoses 


CYCLE 





SAN DIEGO MOTORCYCLE SALVAGE—used parts for all 
makes and models. 2676 Newton Avenue, San Diego, CA 
92113. 


SUZUKI PARTS: Large inventory. Give: model, year, frame, 
engine number, for fast service. SNT Cycles, 508 S. 1st 
Street, Champaign, Ill. 61820. 





A Y HORSEPOWER 
TO WIN! 


HONDA, 
SPORTSTER, etc. 
Write for literature 


RAVESI RACING CAMS 
WYMAN ROAD 
BILLERICA, MASS. 01821 
Tel: (617) 663-3733 








USED PARTS 


All makes and models. Save up to 50% of 
retail. Many early & obsolete British parts 
in stock. Prompt 1 day service. 

Write Dept. C, 87 Park St., 
Beverly, Mass. 01915. (617) 922-3707 













KAWASAKI — TRIUMPH 
HARLEY DAVIDSON 


PARTS & SERVICE — MAIL ORDER C.O.D. 


Machine Work & Speed Work — All Makes 
Cranks 8: Rods Rebuilt — Exchange 
Porting, Boring, Complete Engine Overhauls 


THIS MONTH'S SPECIAL 
Kawasaki 3 Cylinder Power Pak 
Only $95 and up 


New England Dragway Record Holder 
C-Modified Mach 3 — A-Modified Mach 4 


Send 254 for information and decal 


arlington 


1098 Mass. Ave., Arlington, Mass. 02174 e (617) 648-1300 
















POWROLL 
PERFORMANCE 
\, PRODUCTS, INC. 


P.O. Box 1206 A11 
Bend, Oregon 97701 


Dyno-proven i 
POWER! 
Race-proven 
RELIABILITY! 










Bore Kits e Stroked Cranks for Singles 
Cams & Tuned Pipes e Engine Building 
Complete catalog $1.25; or model 
information 50c. Questions 

gladly answered! 




















U moun XLCH MANUALS PISTONS 
AS Matchless GASKETS ALLoy RIMs 
m" USTOM CHROMÉ an 77) 

CI y Entreld 
re, s net hoya 
ns gun O VESPA 


m o 
LUCAS “aive, "maus Tools 


Send 25¢ today (to cover mailing) for your 
illustrated catalog of all Cycle Supplies, parts 
and accessories available from: 


CALIFORNIA CYCLE SUPPLY 


P.O.Box 159, Dept.O Fairbury, Illinois 61739 
NOVEMBER 1973 


MAIL ORDER SERVICE (C.0.D.) 


QUALITY PARTS, ACCESSORIES, 
MANUALS 


WE SHIP WORLD-WIDE 


YAMAHA—21-inch front wheel 
kits, compression releases, 
sprockets, drive chains, Moto-X 
accessories, Preston petty fend- 


HONDA—Extended fork tubes, fs, Plastic tanks 


Z1-ınch front rims, rear drive SUZUKI—21-inch front rims, 
chain, custom & tune-up Parts, Moto-X accessories, handlebars, 
special sprockets & wheels drive chains, compression re- 


KAWASAKI—Most parts ın leases 

stock, custom parts, competition HARLEY-CORBIN Gentry cus- 
engine work, bolt-on engine con- tom seats, frames, hard tails, 
versions, rebuilt cranks £ CDI tires, drive chains 


units available 
ACCESSORIES ın stock—Full 


TRIUMPH & BSA-Lucas & Bore & Top Gear boots, Bell 
Amali parts, custom seats & heimets, Wheels of Man clothing, 
frames, drive chains, repair hand- Lancer leathers, Litton chain, 
books, clutch discs, standard £ Betor £ Koni shocks, Corbin 


high rise control cables Gentry seats £ frames, impact 

drivers, wrench sets, racing hel- 

Cycle Stop, Inc., Dept.P mets & goggles, expansion cham- 

501 S. BERNADOTTE bers, custom built parts. If you 

NEW ORLEANS, LA. 70119 have a special problem, we may 
PHONE (504) 488-6647 have the answer. 


Many other goodies — Catalog 259 — Orders shipped same day’ 
received. Freight free on orders over $25. APO & FPO add $1 for 
airship 








GOVERNMENT SURPLUS 





JEEPS, TRUCKS, Cars From $31.50...Airplanes, Boats, 
Automotive Parts, Tools, Clothing, Sporting, Electronics 
Equipment...100,000 Surplus Bid Bargains Direct Firm 
Government Nationwide Typically Low as 2 cents on 
Dollar! Complete Sales Directory and Surplus Catalog 
$1.00 (Deductible First $10 Order From Included Catalog). 
U. S. Surplus Disposal, 2200 Fuller 601 B-CY, Ann Arbor, 
Michigan 48105. 





INVENTIONS WANTED 





PATENT Searches including maximum speed, full airmail 
report and closest patent copies. Quality searches expertly 
administered with complete secrecy guaranteed. Free In- 
vention Protection Forms and “Patent Information.” Write 
Dept. 17, Washington Patent Office Search Bureau, Ben- 
jamin Franklin Substation, P.O. Box 7167, Washington, 
D.C. 20044. 


MR. INVENTOR: Ideas and inventions urgently needed by 
manufacturers. Product development assistance and 
quality patent searches. Financial assistance plan if 
required. Write: Charles S. Prince, Invention Consultant, 
509-C 5th Avenue, New York City 10017. 





EUROPEAN TOURING 





ENGLANDS ONLY HE 


OFFICIAL 


SERVICE 
CENTRE 


BUYING A COMMANDO, under the personal export scheme? 
We are the only OFFICIALLY FACTORY APPOINTED SER 
VICE CENTRE and sell only Norton. Prompt delivery. 
Save your dollars by dealing with the SPECIALISTS with all 
services - SPARES - ACCESSORIES - INSURANCE - FREIGHT- 
ING - the experts in handling your personal requirements. 
Send for detailed literature showing how to get here from the 
airport etc., and any other information you may require. 


TAYLOR MATTERSON 
Bedford Hill London SW12 Tel.01 673 0981 


















SAVE HUNDREDS OF DOLLARS Buy your new machine 
personally from Elite of England—and you pay no British 
tax, save more than your air fare over (specially now air 
fares are zooming down). Reshipment or repurchase ar- 
ranged, along with insurance, custom accessories, 
clothing, touring gear. Write for latest catalogs, tell us the 
machine you want from a selection of 750 to 1,000—and 
it'll be ready to ride away the day you land. Elite Motors 
(Tooting) Ltd., 844-963 Garratt Lane, Tooting, London, 
S.W. 17. England. Telephone 01-672 1200 (20 lines). 





MUSICAL INSTRUMENTS 





30% DISCOUNT name brand musical instruments. Free 
catalog. Freeport Music, 455-K, Route 110, Melville, N.Y. 
11746. 





MISCELLANEOUS 





IDENTIFICATION Cards, send stamped self-addressed 
envelope for samples. NIPCOF, 727 North Main, Las 
Vegas, Nevada 89101. 





SLEEP LEARNING. Hypnotic Method, 92% effective. 
Details free. ASR Foundation, Box 7566 EG, Fort Lauder- 
dale, Florida 33304. 


FREE—VALUABLE TREASURE FINDER catalog sent by 
return mail. Find Coins, Rings, Gold, Silver, Metal, Relics, 
Write today, JETCO, Dept. CC, Box 26669, El Paso, Texas 
79926. 








CLASSIFIED ADVERTISING ORDER FORM 


dates, etc. 


Signature 


WORD COUNT: Include name and address. Name of city (Des Moines) or of state (New York) counts as one word each. Zip Code 
numbers not counted. (Publisher reserves right to omit Zip Code if space does not permit.) Count eech abbreviation, initial, single 
figure or group of figures or letters as a word. Symbols such as 35mm, COD, PO, AC, etc., count as one word. HyphenatcA words 
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and Springs 
from Webco 


The name of S & W is synonymous with quality 

high performance motorcycle products for more 
than 25 years. They have-built a solid reputation for 
dependability, performance and integrity. The 


all new S & W motorcycle shock absorber was 
designed to fill the gap that presently exists in 
accessory shocks . . . proper damping/ spring 
combinations together with complete reliability. 

m The most efficient and precise damping action 
obtainable is the result of extensive testing ona 
specially built shock dyno, plus thousands of miles 
of all forms of racing. S & W shocks show the 

least amount of damping variance at either . 
temperature extreme or under extended duration 
testing. This damping action coupled with a 
complete variety of both true-progressive and single 
rate springs (a total of 18), offers the best rear 
suspension package possible. Ideal for both the 
professional racer or the occasional trail rider. All 
S & W shocks are sold in pairs; with each shock 
color coded to assure a matched set. m Units 

are available in lengths of 12, 12%, 13 and 13% 
inches. Special shocks with narrow mounting eyes 
are available for Yamaha dirt singles, Honda XL250 
and 350, Suggested retail price is $18.95 per 
shock (without spring) at authorized Webco dealers 
everywhere. m Send 50c (to cover cost of handling) 
for a detailed brochure on how to choose the 


proper rear suspension system for your motorcycle. - 


WEBCO INC. 


222 MAIN ST. e VENICE, CALIF. 90291 


WEBCO REGIONAL DISTRIBUTORS: 
Southeast: Cycle Gear, North Carolina 
Midwest: KK M/C Supply, Ohio 

Rocky Mts: Pike’s Peak M/C, Colorado 











MANX continued from page 82 


John machined the end of the engine 
sprocket to accept a generator pulley and 
whittled the generator mount from a huge 
block of aluminum. Battery and regulator 
boxes were built—these will be installed in 
the fairing soon to come. The kickstarter 
came from a Norton International and re- 
quired replacement of the Manx first gear. 

There was a very special problem with a 
muffler for the Manx, as it will hardly run 
with one. But with the open megaphone it 
will hardly run around town, and the noise 
is unreal. John’s solution was ingenious—a 
handlebar control operates a butterfly 
valve in the megaphone. The near-closed 
position provides back pressure which 
helps low-speed running and keeps the 
cops away. The full open position allows 
the engine to run as designed—at high revs 
and full, glorious bellow. 

There are numerous other detail modifi- 
cations. John originally built the bike for 
extended high-speed running across Mexi- 
co’s Sonora desert, one of the few places 
where you can dial a machine wide open 
and hold it at near max for hours. The 
original clip-on bars were exchanged for 
higher flat bars. The standard in-the-frame 
chain oil supply was augmented by a tank 
on the handlebars, and everything, even 
the taillight lens screws, was safety wired. 
John did a helluva job. I have run the ma- 
chine for hours on end at 100-plus and 
nothing has fallen off and nothing has bro- 
ken. Even after such thrashing, the cylin- 
derhead is not hot enough to cause its coat 
of oil to smoke. Of course, by that time, 
most of the oil is on the rider. 

As you can tell, this Manx was not re- 
built as a museum piece. It still has a pur- 
pose and therefore still has life. It was re- 
stored to run and run fast and will contin- 
ue to do so until its parts supply or its 
owner dries up. It will be a long time be- 
fore either of us is put on the shelf. We 
keep each other young. © 


ILLUSTRATION: TOM WOJAHN 








Some of the people who 3 


buy the Dodge Tradesman van 
arent even tradesmen. 


Some of them are people like you. People who 
chase the biggest waves or the toughest hills—or 
maybe just the warmest sun—in a solid hard-working 
Dodge Tradesman van that’s made to play just as 
hard as it works. 

What makes the Tradesman ideal for van- 
ners? A lot of the same things that make it 
ideal for carpenters and plumbers. Things 
such as our optional 360 V8—the biggest 
in the business—that's ready when you're 
ready. Electronic Ignition System to keep 
the Tradesman out of the shop and on the 
road—running like new longer. Optional 
AM/FM radio. And a choice of van sizes 





that includes the big Maxivan—the biggest van in 
the field. With room for surfboards, dirt bikes, or 
even some simple comforts of home. 

That's the Dodge Tradesman van... built to get 
the job done. Even if the job isn't a job at all. 


EXTRA CARE 
IN ENGINEERING 
MAKES A DIFFERENCE. 


DODGE TRUCKS. 
DEPEND ON ’EM. 


The basic van comes from Dodge. Custom touches such as porthole window, ''mag'” wheels. fat tires, sidepipes, and paint trim are available through custom shops. 


Unit shown is Surfer by Travco. 
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“¡HE NEW HONDA 
HIGH: VIS] BILITY SAFETY VEST. - 


IT COULD SAVE YOUR LIFE. 


Thats why were offering it to everyone for $6.95." 


Increase your riding safety at all times— but espe- 
cially at dusk and dark— by making yourself more 
visible on streets and highways. Wear the new Honda 
High-Visibility Safety Vest. It acts as a “caution” sign to 
motorists. It could save your life. Or the life of someone 
you love. 

Honda Safety Engineers designed and developed this 
unique new vest specially for the protection of motor- 
cycle riders. Motorcycle riders of allmakes and models. 


But, we believe, its safety features can benefit almost 
everyone —from youngsters to senior citizens. 

It ig made of strong, lightweight 100% nylon stretch 
mesh in bright, fade-resistant yellow. Red and white 
Scotch-Lite® trim lights up brilliantly in auto headlights 
to provide extra safety at night. 

The Honda High-Visibility Safety Vest has an easy zip 
front and drawstring waist. It's designed and fashioned 
to be slipped over your favorite clothing. We're offering 

the vest now through your 
nearby Honda dealer at this 
special low price, because we 
want everyone to be seen... 
and safe. 


For even greater motorcycle safety, we recommend that you always wear a helmet and eye protection, keep your lights on and check the local laws before. .— 
you ride. American Hondc Motor Co., Inc., Dept. SP, Box 50, Gardena, CA 90247. ©1973 AHM. *Suggested Retail Price. 
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